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AND OPERATING RESULTS OF THE 
1936 


FINANCIAL 
BRITISH GROUP RAILWAYS IN 


Our annual analysis of the accounts and statisiics of the 
British group Railways, as shown in the published reports for 
the past year, is presented as a Supplement to each copy 
of this week's issue. Extra copies of the Supplement can be 


each. 


supplied, price Is. 








A Risk of 1 in 393,000,000 


> have often drawn attention to the fact that the re- 

markable safety record of British railways is such a 
recognised feature that it has scarcely any “‘ news 
interest ’’ for the popular press, and therefore fails to 
secure a tithe of the publicity given to even a minor 
railway accident. Conversely, the heavy toil of the road 
has come to be accepted as an everyday occurrence 
deserving of comparatively little newspaper prominence. 
The recent publication of the annual reports of the four 
main-line railways therefore makes it opportune to ex- 
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amine the risk to railway passengers as shown by the 
results of 1936. The total number of passenger journeys 
made over the systems of the four main-line companies 
last year amounted to 1,179,462,000, compared with 
1,155,457,000 in the preceding year—an increase of 
24,000,000. Over 30,000,000 more cheap tickets, such 
as excursion, monthiy return, and weekend, were issued 
as compared with 1935. An increase of 9,985,000 was 
recorded in the number of workmen’s ticket journeys 
made, and season ticket journeys showed an increase of 
nearly 7,000,000. The density of railway traffic in this 
country (measured by train- miles per mile of line) is now 
nearly double that of Germany or France, and about five 
times greater than that of the United States of America. 
In spite of this, train travelling is still the safest means 
of transport. During last year three passengers lost their 
lives in train accidents, and, in comparison with the 
number of passenger journeys made, the risk of death 
to travellers in train accidents was 1 in 393,009,000. 


* * * * 


The Termini of London 


It is too much to hope that all who gather in the 
concourses of great stations do so for the purpose 
of travel. A wise tolerance on the part of the 
companies recognises that some of their guests may 
be seeking no more than a place out of the rain to kill 
a spare quarter-hour; in which circumstances, however, 
their minds are often fruitful ground for transport propa- 
ganda. But it may be that today the presence of a pro- 
portion cf these casual frequenters of the circulating area 
can be explained by a series of articles now running in a 
London evening newspaper. The writer serves up most 
attractively that fascination of the famous railway termi- 
nals of the capital which most experience but compara- 
tively few can put into words. In these days there are 
some who close their senses to this appeal as one belong- 
ing to an outworn phase of transport. If tiiey are induced 
to return, they will find that the old allure is still there, 
underlying a new exterior of modernised equipment. The 
Nineteenth-Century excitement of taking a ticket at a 
London terminus can be relished in the confidence that the 
well-tried pleasure of travel will be fulfilled in a manner 
compatible with Twentieth-Century tastes. 


* * * * 


Railway Relics at Paddington 


There is an interesting museum at Paddington station, 
G.W.R., and most of the relics have just been re-arranged 


and the pictures re-grouped. 
been formed, 


A Royal relic section has 
and among additions are two Royal coats- 
of-arms. One was exhibited on the locomotive used for 
Queen Victoria’s Jubilee in 1887 and subsequently on 
other Royal journeys; the other was made at Swindon for 
the Diamond Jubilee in 1897. South Wales relics include 
a $0-year-old metal ticket; a dating machine found at 
Lower Penarth; and an ancient ticket-dating press dis- 
covered at Merthyr station and thought to have been used 
in the days of the Vale of Neath Railway. Other relics 
of that railway, which lost its independence in 1865, are 
a coin tester and a copy of the New Testament. The 
coin tester is an ingenious piece of old mechanism of the 
balance type which was originally let into the counter 
of the booking office of the old Newport (Dock Street) 
passenger station of the Monmouthshire Railway. The 
old black leather cover of the New Testament, stamped 
‘“ Dock Street Railway Station, Newport,’’ is rusty with 
age. The Book of Psalms bound therewith is a reminder 
that in 1874 the late Mr. T. W. Hill, of Bristol, a former 
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Director of the Taff Vale Railway Company, provided in 
his will for the investment of £100, the income ‘from 
which was to be spent in providing Bibles, Testaments, 
and Psalms for use in the waiting rooms of Taff Vale 
stations. The provisions of the bequest are still carried 
out. 

* * * * 


The Ohio Valley Floods 

The Baltimore & Ohio Railroad statement of earnings 
and expenses for the month of January reflects the severe 
losses sustained by the company from flood conditions 
along the Ohio River and its tributaries. Net railway 
operating revenues have, of course, been showing increases 
recently, and therefore a net decrease of $10,275 compared 
with the corresponding month of 1936 indicates very much 
more marked losses than the comparatively small figure 
itself would suggest. Actually the operating revenues 
for the month show increases (compared with a year pre- 
viously) of $1,374,264 on freight and $18,264 on passen- 
gers. By January 21 the flood waters had risen sufficiently 
high on certain portions of the Baltimore & Ohio line, both 
to interfere seriously with the movement of business and 
to cause damage to roadbed and track. Furthermore, 
the same condition obtained in varying intensity as late 
as February 11, and the through line from Cincinnati to 
St. Louis was not opened until February 13. Tentative 
estimates of the damage done to the railroad property are 
$1,000,000, of which $300,000 was charged to expense on 
the January income statement. While more extensive, 
both in area and in interruption of traffic, the effects of the 
flood were not so costly to the Baltimore & Ohio as were 
those of the 1936 flood. 


* * * * 

Farm Removal 

Last week we referred to the heavy traffic in household 
removals that falls at this time of the year. Another 
special removal feature of British railway service is that 
connected with farms. Special trains are run for the 
removal of farms, and arrangements are made to cause 
as little disturbance as possible to the livestock. Four 
container loads of furniture, twelve trucks of cattle, three 
vans of horses, and twelve wagons of farm equipment and 
implements recently passed by special train from Oxford- 
shire to Shropshire, a running schedule being arranged 
which enabled the cows to be milked in the morning before 
loading and in the afternoon upon arrival at the new 
premises. Another special train removed a complete farm 
from Lincolnshire to Scotland. The stock consisted of 
five horses, thirty-one cows, and thirty calves, with farm 
implements, which were accommodated in fifteen wagons. 
Three household removal containers carried the household 
effects and a steam-heated passenger carriage was pro- 
vided for the farm personnel; after a late afternoon depar- 
ture, the journey of 300 miles was completed very early 
the following morning. Naturally there can be no stan- 
dardisation in the methods adopted for such work, as the 
special requirements of the particular farm and the dis- 
tance to be covered are essential considerations. 

* * * * 


Day and Night Moves 

A farmer who recently bought a new farm 50 miles 
away from his old premises was moved by rail in a few 
hours. A special train was chartered carrying three con- 
tainer loads of furniture, eight vehicles of farm implements, 
one horse-box, and four cattle wagons for fourteen milk- 
ing cows, nine store beasts, one young bull, one horse, 
one dog, four cats, and forty head of poultry. The farmer 
and his family slept in their old home on the night prior 
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to moving, the cows were milked at the ordinary tim: 
(6.0 a.m.) and the family then breakfasted. Lunch \ 
secured at the destination railway station at 1 o'clock 
and the cows were ihstalled in their new quarters ready to: 
milking again at 4.0 p.m. The family sat down to tea 
at the customary time after the milking was done, the 
unpacking was finished, the carpets were down, pictu: 
and curtains were hung, and the china was stored awa\ 
and bedsteads were put up ready for the night’s rest. A 
contrast to this daytime move is provided by a farm 
removal from Scotland to Suffolk in September last whic! 
was carried out overnight. In this instance a special train 
carried the farmer and his dairymen with their families 
including seven children and two babies, forty-five cows 
one hundred sheep, three horses, one bull, sixteen heifers 
twenty-four calves, a dog, a motorcar, and five containers 
of household effects. Prior to departure a caterer supplied 
tea to the passengers in the station waiting room and th 
passengers remained undisturbed in their travelling corri- 
dor carriage until 8.0 a.m. the following morning, although 
the train arrived at its destination at 6.0 a.m. 
* * * * 


Through Running 


One of the features of British railway construction that 
has received the attention of the Government for a very 
long period of years is the provision that no unnecessary 
obstacles shall be placed in the way of through running 
between one system and another. As long ago as 1846 
Parliament settled the great outstanding question of stan- 
dard gauge by prohibiting any line of other than 4 ft. 83 in. 
to be built thereafter without special powers, and at 
present all sections of the main-line railways of this country 
can easily exchange rolling stock, subject only to the 
limitations of the minimum structure and loading gauges. 
A new aspect of the situation arises with the extensive 
adoption of different systems of electric traction, and, 
probably with military considerations in mind, a Question 
was asked last week in the House of Commons. The 
Parliamentary Secretary to the Ministry of Transport 
pointed out in reply that at present all main-line freight 
traitic was hauled by steam, and no difficulty of through 
running arose. He added that Regulation 7 of the Rail- 
way (Standardisation of Electrification) Order provided 
that, when by reason of electrification, one third of the 
steam locomotives owned by any railway company on 
December 31, 1928, had been replaced by electrically- 
propelled stock, the Minister was required to specify to 
what extent the company’s electric locomotives should be 
equipped for through running on lines worked on a dif- 
ferent system of electric traction. 

* * * * 
Metallurgical Institutes Co-operate 

An interesting announcement of close co-operation as 
from the beginning of the present year has been made by 
the councils of the Iron and Steel Institute and of the 
Institute of Metals. Members of either institute can now 
become members of the other without formality other than 
written application, and those belonging to both institutes 
will pay a combined annual subscription of £5 5s. instead 
of the present £3 3s. to each institute. This provision will 
apply in the case of the Iron and Steel Institute to sub- 
scriptions payable for the year beginning January 1 last 
and in the case of the Institute of Metals to subscriptions 
for the year beginning. July 1 next. Eligible candidates 
applying for membership of either institute can simul- 
taneously apply for membership of the other, and in these 
cases a combined entrance fee of £2 2s. will be payable. 
This provision also applies to an application for member- 
ship of one institute made within 12 months of an applica- 
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tion for membership of the other. Arrangements have 
‘also been made whereby associates of the Iron and Steel 
Institute, student members of the Institute of Metals, and 
new applicants for membership shall be eligible as associ- 
ates of the Iron and Steel Institute and as student members 
of the Institute of Metals up to the age of 26, on payment 
of a joint annual subscription of £2 2s. Between the ages 
of 26 and 30 they will be eligible as associates of the 
[ron and Steel Institute (annual subscription £1 Is., no 
entrance fee) and as members of the Institute of Metals 
reduced annual subscription £2 12s. 6d., reduced entrance 
fee £1 Is.). 


* * * * 


Stationmaster’s Control on the B. & N.W.R. 


Much of the station working in India is controlled, as 
sometimes on the Continent, by the stationmaster or some 
duly qualified deputy from a central point, by means of 
special electrical apparatus; the signalmen are obliged to 
conform to his orders and become, as it were, pointsmen 
or signal setters. This plan is adopted in India because 
of difficulty in obtaining suitable staff for working stations 
on the English method. In the July, 1936, issue of the 
Quarterly Technical Bulletin, published by the Indian 
Railway Board, Mr. W. A. Murray, Signal Engineer of 
the Bengal & North Western Railway, describes an 
improved form of stationmaster’s control apparatus for 
Samastipur station, where 2 double and 3 single lines 
converge and communicate with 14 lines and some sidings; 
there are scissors crossings in the centre of the station, 
giving a total of 59 pairs of points, and a 50-lever box 
at each end. To reduce the length of the apparatus and 
simplify the mechanical locking, an arrangement has been 
devised incorporating rotary selector handles, each applic- 
able to a number of conflicting moves, working with a 
minimum of control slides and halving the size of the 
machine. Suitable indicators enable the operating official 
to be certain that the order intended has been correctly 
carried out, and a route once signalled clear for a train 
cannot be disturbed without the supervisor’s consent, 
although signals can be restored to danger should an 
emergency necessitate it. An interesting feature of this 
installation is the use of electric point detectors, the route 
proving circuits being led over their repeater relays, giving 
a high degree of security while simplifying the signal wire 
arrangements. 

* * * * 


Clapham Junction and Clapham 

When St. Paul’s station, Southern Railway, was renamed 
Blackfriars recently to agree with the adjacent Under- 
ground station, letters appeared in the press suggesting 
other changes to make things easier for the public, one 
being to rename the Charing Cross Underground stations 
‘‘ Embankment,’’ and the Strand station ‘‘ Charing 
Cross ’’ to accord with the main-line terminus above. Two 
names that lead to some confusion at present are Clapham 
Junction and the South London line Clapham station. 
We know from experience that passengers unfamiliar with 
the locality frequently go to Clapham Junction by mistake 
and find themselves some distance from their destination. 
It has been the custom of many, railwaymen and passen- 
gers alike, to call Clapham station ‘‘ Clapham Road,’’ the 
original name of the present Clapham North Underground 
station. This name was also painted on the bridge over 
the High Street in the S.E. & C.R. days, and actually 
appears at the present time on the route boards on South 
London line trains. The station nameboards and the 
tickets are, however, inscribed ‘‘ Clapham,’ but in the 
official timetable the station is called ‘‘ Clapham and 
North Stockwell.’’ The names Wandsworth Common, 
Wandsworth Town, and Wandsworth Road are also con- 
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fusing, the last—again on the South London line—being 
nowhere near Wandsworth. 
* * * * 


An Improved Bogie Design 

The Pennsylvania Railroad is at present engaged upon 
an extensive programine of equipping freight vehicles with 
bogies of an improved type, the distinctive feature of 
which is the use of a one-piece solid cast-steel side frame, 
much stronger and more durable than the arch bar 
previously used. The entire programme, involving the 
replacement of bogies in 185,000 vehicles, is to be com- 
pleted within the coming twelve months, and by January, 
1938, every freight wagon in service on the railway will 
be running on these trucks, which, it is claimed, will 
result in much smoother action than previously. The im- 
proved bogies are largely constructed of parts reclaimed 
from those normally used, and the work of adoption 
has been highly systematised, new standards of speed 
and efficiency having been attained. The various opera- 
tions involved have been carried out on the most approved 
principles of continuous mass production, reducing the 
time required for assembling a new truck from reclaimed 
parts and a new cast-steel side frame to four and a half 
minutes. After the new truck has been built, the work 
of removing and replacing the old bogie of a waiting 
car requires only twelve minutes. Dismantling is done 
at prearranged points, and freight vehicles of every de- 


‘ scription equipped with the old type of bogie trucks are 


1 After the bogies have been 
removed from these vehicles they are dismantled, all 
usable parts being salvaged and reconditioned where neces- 
sary. This is probably one of the most extensive indivi- 
dual operations of its kind ever carried out on a railway. 

* * * * 


received daily in the yards. 


Crank Axle Failures 

The locomotive crank axle has always provided food 
for thought and investigation, and in all probability has 
been as much discussed as any part of locomotive anatomy. 
One of the debatable points is whether a square keyway 
or a grub screw is to be preferred and in this connection 
the trouble experienced with some 3-cylinder tank engines 
in South America is of particular interest. The engines, 
built in England, were sent out with solid crank axles, and 
these, it was found, had a tendency to develop flaws in 
service. Later, a stronger type of solid axle was tried, 
but did not give the desired results; and finally all the 
engines of the class were fitted with built-up crank axles. 
Two of these broke in rapid succession, the fracture 
taking place through the big end journal up against the 
web; the cause in each case was a fatigue crack starting 
from the square keyway. It was then decided to measure 
the deflection in these axles; a spring micrometer was used, 
and the exact distance apart of the two webs of each 
engine’s crank axle was taken on the top and bottom 
centres, and the difference noted. It was found to vary 
between 3 and 40 thousandths of an inch; the deflections 
were then graphed against the age of the axle, and it was 
found that, in general, the older the axle the higher the 
deflection. 3y taking into account deflection and age 
combined, it was possible to decide which engines should 
be stopped first for axle changing, and when the axles 
were removed the suspicions were found to be correct in 
almost every case. After fitting the new axles, the square 
keyways were replaced by grub screws, and no further 
trouble was experienced. These facts were recorded during 
the discussion on a paper on ‘‘ Locomotive Wheels, Tyres 
and Axles ’’ read by Mr. E. S. Cox at a meeting of the 
South American Centre of the Institution of Locomotive 
Engineers. 
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British Group Railways in 1936 


THE year which has just closed has been one of advanc- 

ing national prosperity, and the financial and operat- 
ing results of the four group railways we publish as a 
Supplement to this issue reflect the extent to which 
these undertakings have participated in the general im- 
provement. Taking the railways as a whole, gross revenuc 
improved by some £7,114,000, or 4 per cent. compared 
with the previous year, while net receipts are up by 
£3,257,000, equivalent to 10} per cent. Although nearly 
46 per cent. of the improvement in gross revenue thus 
becomes available for dividend, it must not be overlooked, 
in order that the position may be seen in its true perspec- 
tive, that the benefits due to adjustments of rates and 
taxes, including the Railway Freight Rebates Fund, have 
resulted in credits amounting to about £1,083,000 more 
than in 1935, in which year only two companies took 
credit under this head, namely, the L.M.S.R. to the 
extent of £885,000, and the Southern of £250,000. The 
position can perhaps be better appreciated by comparing 
1936 with 1934, the improvement in net revenue being 
£4,721,000, of which sum more than 45 per cent. is due 
to reduced expenditure in respect of rates and taxes, &c. 
There has been an increase in capital during the yea 
of £4,000,000 as against £2,250,000 in 1935, while the 
estimated expenditure under this head during 1937 amounts 
to £10,500,000. 

In all cases both passenger and goods traffics have con- 
tributed to the increase in receipts in respect of railway 
working, but except in the case of the Southern, where 
the position is virtually unchanged, goods traffic repre- 
sents a higher percentage of the total traffic receipts than 
in the previous year. On the passenger side an advance 
of over 10 per cent. in receipts from first class passengers 
is no doubt due to the greater general prosperity of the 
community, while the increase in production is reflected 
by the larger number of workmen’s tickets issued. Once 
again the Southern reports a substantial advance in the 
number of season ticket holders, both first and third class, 
and the total revenue from this source is now 11 per cent. 
greater than it was in 1929. As might be expected, the 
improvement in the heavy industries has brought a revival 
in goods traffic, particularly to those railways serving the 
heavy industrial areas, and although a falling off in the 
quantity of certain commodities carried is noted here and 
there, these cali for no special comment. On the expendi- 
ture side there has naturally been some increase under 
nearly all accounts relating to the upkeep and operation 
of the railways, due to their increased use, but having 
regard to the situation generally it is pleasant to note 
that the ratio of expenditure to traffic receipts has de- 
clined, quite apart from the benefits arising from the 
reduction in rates, taxes and tithe rent charges. This 
satisfactory state of the expenditure side may be attributed 
to the sound policy adopted by all the railways in properly 
maintaining their properties and equipment despite the 
falling revenues which accompanied the years of severe 
industrial depression. The wisdom of this proceeding will 
be more than ever apparent during the years immediately 
ahead, when, owing to the rapid rise in the price of 
materials, the cost of overtaking deferred maintenance 
work, had such been allowed to accrue, would possibly 
have more than wiped out any increase in gross revenue 
arising from better trade. 

Although there is still some £78,.000,000 of L.N.E.R. 
stock entirely without return, the increase in net revenue 
has enabled that company to pay 3 per cent. on the 
£66,000,000 of 4 per cent. second preference stock, while 
the L.M.S.R. has declared 1} per cent. on its ordinary 
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stock for the first time since 1931, when 1} per cen! 
was paid. The Southern, in addition to paying in fui! 
on the 5 per cent. preference stock, has been able to 
declare a dividend of } per cent. on the deferred stock 
which has received no return since 1930, when the dividend 
was 1} per cent. That the current year will show an 
substantial improvement upon 1936 is doubtful; it is 
true that in the first nine. weeks gross receipts have 
vanced by some £400,000, or 1-6 per cent., but th 
warnings given to shareholders at the various general me: 
ings of the companies cannot be ignored. In additi 
to the restoration of a further 1} per cent. in the wag 
cut, which operated only for 4} months of 1936, t! 
Chairman of the G.W.R. stated at the meeting that “ 
new contracts for locomotive coal are now being fixed o 
the basis of an extra Is. per ton. There has also be 
an increase in the price of commodities generally, partic 
larly railway sleepers, which are up by over 40 per cent 
To quote Sir Josiah Stamp addressing L.M.S.R. shar 
holders, ‘‘ Whereas our receipts per unit of work don 
do not rise....our costs per unit of work done ar 
going up. For example, on material purchases alone we 
can see three-quarters of a million in price advance 
Although economies in methods of operation will continu: 
to fructify and to offset this factor to some extent, it 
becoming increasingly difficult for us to get back to a 
figure of net receipts compared with 1929, on a gross 
traffic volume equivalent to that year.”’ The Chairman 
of the L.N.E.R. spoke in similar terms, adding: “‘ it is 
possible that increased costs will be so considerable as to 
require us to modify or even abandon some of the works 
which we have in contemplation in connection with th 
Railways (Agreement) Act, 1935.’’ Apart from the ris¢ 
in price of materials there is a tendency for wages in 
industry generally to advance, and it is therefore logical 
to suppose that at least a full restoration of the remainde: 
of the cut in the pay of railway staffs will come about 
in the near future. 

* * * * 


The Carriage of Coal by Railway 


OAL mining is one of the principal industries of Great 
Britain, and the British railways have contributed 
very materially from their inception to the development 
of collieries and to the subsequent marketing operations. 
Coal has been carried by railway since the opening of the 
first public steam-operated line, the Stockton & Darlington 
Railway, in 1825, and at the present time about 170 
million tons of coal, coke and patent fuel are transported 
annually by railways in Great Britain, apart from 14} 
million tons which are utilised each year by railway loco- 
motives. steamships, hotels, offices, workshops, &c. In 
many parts of the country special mineral traffic lines are 
used exclusively for the conveyance of coal class traffic, 
while in other cases short lines connect the collieries with 
the railway companies’ main lines, and in some instances 
there are through lines from the collieries to the ports. 
The value of the coal export trade now approximates to 
£31,000,000 annually and the British railways can fairly 
claim that they have been largely instrumental in build- 
ing up this trade through the medium of railway-owned 
docks. Upwards of 750,000 wagons are used for the con- 
veyance of coal and coke, including a number of 20 and 
40 tons capacity. During the last few years the use of 
20-ton wagons fitted with end doors to facilitate tipping 
has been encouraged by equipping the docks with the latest 
types of hoists, belt conveyors, and cranes. The volume 
of traffic with which the railways are called upon to deal 
is so vast that special marshalling yards have been pro- 
vided at a number of points throughout the country, 
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several of which deal with more than one million wagons 
annually. 
Owing to the fluctuating nature of the coal shipment 
ide, the influence of weather on the arrival of ships at 
ports, and the geographical situation of many of the 
llieries, it has been necessary for the railway companies 
provide many miles of storage sidings adjacent to the 
rts and elsewhere, in which loaded and empty coal 
agons can be held pending shipment or return to the 
llieries respectively. In order to eliminate delay and 
cure satisfactory working, the movement of coal wagons 
to and from collieries is directed by special staffs in control 
offices, who are in direct telephone communication witb 
each other and the traffic yards and signal boxes en route, 
as well as the docks. As the output of the collieries and 
the ports at which it is desired to ship their coal are 
constantly varying, the deliveries of empty wagons and 
the train services for loaded wagons are planned by the 
train controllers from hour to hour in accordance with the 
exigencies of the situation. In the case of coal for inland 
destinations, hundreds of trains leave the collieries daily 
for the various marshalling yards situated at strategic 
points throughout the country. From these yards regu- 
larly scheduled coal trains are run to every large centre 
of population, while complete trains, conveying up to 
1,200 tons of coal, are run for gas, electricity, and indus- 
trial undertakings. In addition, the companies provide 
extensive wharfage facilities, including weighing machines, 
at the majority of their goods stations, thereby facilitating 
the storage of coal by merchants and factors, and its sub- 
sequent distribution to consumers generally. 


f 


* * * x 


American Air-Conditioning Research 


ALTHOUGH the air-conditioning of railway carriages is 
is making rapid progress in North America, this deve- 
lopment is still proceeding along several different lines. 
Vapour-compression, ice-activation, and the steam-ejector 
principle are all finding increased application, and it now 
seems unlikely that any one will show such superiority as to 
exclude the others. From a summary report upon exten- 
sive road and laboratory tests conducted by the A.A.R. 
Division of Equipment Research it is evident that, while all 
the extensively used air-conditioning systems were equal 
to the task of ensuring more or less satisfactory tempera- 
ture and humidity control in railway carriages, the cost 
of this service per 1,000 car-miles varied between wide 
limits, and depended not only upon the system employed 
but also upon the length of the season when cooling was 
necessary, the annual car mileage, and the average opera- 
ting speed. Some regions and some operating conditions 


favoured the initially expensive vapour-compression 
system, which showed relatively low operating costs, 
while elsewhere, and under different conditions, the 


initially inexpensive ice-activated system gained the lead, 
despite the somewhat heavy cost of continual ice replenish- 
ment. With all three systems the cost per 1,000 car-miles 
was reduced with increasing annual car mileage, but rose 
as the hot season was lengthened. With the vapour- 
compression and steam-ejector systems a cost reduction of 
about 70 per cent. was to be secured by increasing the 
annual mileage from 50,000 to 250,000. This large reduc- 
tion was due to the spreading of relatively heavy fixed 
costs over a greater mileage. With the ice-activated 
system the operating costs were larger and the fixed costs 
smaller, so that increasing the annual mileage had less 
effect on the total cost per 1,000 car-miles. This cost, 
while smaller at 50,000 miles than for the other systems, 
was reduced only 50 per cent. with the larger mileage, so 


THE RAILWAY CGCAZETTE 581 


that the ice-activated system lost its advantage over these 
other systems at from 100,000 to 200,000 miles. 

The above findings reiated to trains running at average 
speeds of 50 m.p.h. or less. Increasing the average speed 
had little effect on the cost of air-conditioning per 1,000 
car-miles with systems other than the ice-activated. With 
this last, however, the cost fell rapidly with train speed, 
so that, at an average speed of 90 m.p.h., the ice-activated 
system showed a superiority over all others even with an 
8 months’ season and an annual mileage of 250,000. This 
is a most interesting deduction, for it shows that on extra 
high-speed trains needing all the power available for their 
propulsion the ice-activated system, which demands less 
power for its operation than any other, is also the most 
economical in a financial sense. The fact that extra high 
speeds solve the air-conditioning problem by revealing 
the simplest system as the best, may prove to be a power- 
ful recommendation with the railway companies for the 
running of extra rapid trains and railcars. 

According to the A.A.R. report considerable trouble 
was being experienced with the prevention of odours in 
air-conditioned cars. Tobacco smoke, dust, and moisture 
produced a sour smell in the cooling coils, if these were 
not cleaned often enough, and filters required cleaning 
likewise at frequent intervals. By the use of oil on the 
filters a gummy substance was caused to settle in the air 
ducts, and this seemed to absorb and re-disseminate the 
odours of cosmetics, tobacco and garbage. The use of 
ozone as a purifier had been widely discussed, but its 
value was thought to be doubtful. Towards the end of 
the report it became evident that, technical imperfections 
notwithstanding, the American public was well content 
with air-conditioning and frequently enthusiastic. As the 
result of a questionnaire returned by 5,453 passengers in 
cars on 20 railways, 64,814 comments were secured, and 
only 2,822 or 4-4 per cent. of these were unfavourable 
Only about one-tenth of the unfavourable comments re- 


lated to odours. 
ok ~ * * 


The Meteoric Rise of American Speed 


N its scope and extent, the development of railway 
speed in the United States during the past seven years 
has probably no parallel in any other country in the world 
in so short a period. At the end of 1930 there were 29 
runs on the North American continent scheduled at 60 
m.p.h. and over from start to stop, totalling 1,106 miles; 
four of these runs, aggregating 298 miles, were in Canada. 
By the winter of 1932-3 the total number of North 
American mile-a-minute runs had increased to 51, and 
the mileage to 2,672, of which eight runs, totalling 650 
miles, were Canadian. In 1935, no more than three years 
later, the daily American mileage booked at 60 m.p.h. and 
over had grown to 19,279 miles, made up of no fewer 
than 413 different runs. Steam was responsible for 146 
of these journeys, aggregating 9,469 miles; electricity, with 
the aid of the Pennsylvania electrification from New York 
to Washington, had swept up to 225 runs totalling 7,471 
miles, and diesel propulsion, the newest competitor, could 
show 42 runs totalling 2,339 miles. By the summer of 
1936, a total of 30,047 miles was scheduled at a mile-a- 
minute or more in the United States, 12,886 miles being 
with steam propulsion, 8,015 miles with electricity, and 
9,146 miles with diesel power, made up of 201, 251, and 
116 runs respectively, or 568 in all—a further immense 
increase in high-speed mileage. Not only so, but the in- 
creases in the higher ranges of speed were no less im- 
pressive than these mass figures. At 70 m.p.h. and over 
the 935 miles of 1935 have gone up to 2,422 miles; at 
68 m.p.h. and over 2,651 miles have increased to 5,694 
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miles—more than doubled; at 66 m.p.h. and over 3,964 
miles have grown to 8,686 miles; and at 64 m.p.h. and over 
6,703 miles have become 13,301 miles. Furthermore, these 
figures relate only to the summer of 1936; further speed 
increases were tabled with the introduction of the winter 
service of 1936-7, and scarcely a month passes but some 
new acceleration is recorded. 

On page 587 of this issue particulars are given of the 
fastest railway runs in the United States, as well as the 
aggregate high speed mileage achieved daily by each rail- 
way. For the first time, the New York Central moves 
ahead of the Pennsylvania with steam-hauled mileage at 
over 60 m.p.h. (3,438 miles, even without the help of the 
Michigan Central and Big Four subsidiaries, as against 
the Pennsylvania 2,776 miles), but it must be remembered 
that had not electric working been now in force over the 
fast-running sections of the Pennsylvania in the Eastern 
States, the steam mileage there would certainly have 
enabled the Pennsylvania to hold its own, as it does with 
ease in all the higher ranges of steam-hauled speed. As 
compared with 1935, the Pennsylvania mile-a-minute total 
rises only from 8,359 to 8,670 miles, but the New York 
Central moves up from 3,116 to 4,984 miles. The 
Burlington diesel total mounts from 1,628 to 3,318 miles, 
and the Burlington beats all competitors in high-speed 
mileage at 66, 68, and 70 m.p.h. and over. The Union 
Pacific did not so much as appear in this table in 1935, 
but the ‘‘ City ’’ services between Chicago and Denver, 
Portland, San Francisco, and Los Angeles, even with 
statistical allowance for the fact that certain of them do 
not run daily, give the Union Pacific a total of 2,800 miles; 
and at over 60 m.p.h. this company should also rightly 
be entitled to some share of the credit for the Chicago & 
North Western’s diesel mileage of 1,393, which is achieved 
by the Union Pacific ‘‘ City ’’ diesel-electric units in 
running over C. & N.W. metals between Omaha and 
Chicago. The Chicago & North Western total thus moves 
from 646 miles in 1935 to 2,249 miles in 1936. Almost 
every other railway appearing in this table has some sub- 
stantial increase to show. 
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The aggregate mileage figures provide an interesting 
study. Diesel propulsion holds its own over all com- 
petitors at speeds of 70, 68, 66, 64, and even 62 m.p.h. 
and over, but steam comes into its own at 60 m.p.h. 
and over. The mileages for electricity are noteworthy 
when it is realised that two railways alone—the Pennsy]- 
vania and the Chicago, North Shore & Milwaukee—prov ide 
the figures; yet, at 60 m.p.h. and over, the total of the 
two combined mounts to nearly two-thirds of the entire 


steam mileage of the country at over 60 m.p.h. Taking 
steam, diesel and electrical propulsion together, the 


American total of 30,097 miles compares, as shown in 
the accompanying table, with 6,206 miles in Great Britain, 
7,982 miles in Germany, and 12,487 miles in France. 
Germany takes the lead in the highest ranges of speed, 
with her very speedy diesel-electric services, but at 64 
m.p.h. and over all the countries tabulated fall into the 
same order of mileage throughout the scope of the table in 
which their high speed mileages are compared. Whether 
at 64 m.p.h., 62 m.p.h., or 60 m.p.h. and over, the 
United States mileage is greater than that of all other 
countries in the world put together—a remarkable tribute, 
even with all allowance for the enormous area of that 
country, to present-day American railway enterprise. 





AGGREGATE MILEAGE OF WoRLD’s FASTEST RAILWAY RuNS 


SUMMER, 1936 


64 m.p.h. | 62 m.p.h. 
and over | and over 


60 m.p.h 
and over 


75 m.p.h. 
and over 


70 m.p.h. 
Country and over 


| 


miles miles miles miles miles 
United States 330 2,422 13,301 19,345 *30 097 
France 1,522 5,495 8,592 12,487 
Germany 1,709 2,683 4,428 5,580 7,982 
Gt. Britain .. 542 996 2,245 6,206 
Italy 26 489 741 
Belgium : 142 530 
Denmark . 38 77 183 
Switzerland 112 


* Includes one run, 50 miles, in Canada. 








The Armstrong-Whitworth Locomotive Works 


LTHOUGH official confirmation is still lacking it 
appears that the rumoured changes regarding the 
Scotswood locomotive works of Sir W. G. Armstrong 

Whitworth & Co. (Engineers) Ltd. are on the point of 
completion. The arrangements are understood to comprise 
two separate agreements, one concerning the Armstrong- 
Whitworth locomotive manufacturing business, and the 
other the future of the Scotswood works. Regarding the 
former, arrangements have been made for Sir W. G. 
Armstrong-Whitworth & Co. (Engineers) Ltd. to retire from 
the locomotive manufacturing business, and for its draw- 
ings, patterns, and goodwill to be taken over by the Loco- 
motive Manufacturers’ Association. On the other hand the 
Armstrong-Whitworth Scotswood works are to be placed 
on 100 per cent. munitions work for Admiralty purposes 


under the management of Vickers Limited. It will 
be recalled that we made a brief reference on page 


160 of our issue of January 22 last to the impending 
changes. 

On February 18 Sir Thomas Inskip stated in Parliament 
that ‘‘ The Government took steps to acquire a well-known 
engineering undertaking at Scotswood-on-Tyne, with an 
enormous actual capacity and a much larger potential 
capacity. The terms on which it will be acquired are 
being carefully considered.’’ It is reported that, in addi- 
tion to the use of the present facilities for munitions, 





further equipment will be added so as to increase the 
output. It will be recalled that the Scotswood works were 
used as a shell manufacturing plant during the war and 
that the Armstrong-Whitworth group embarked upon loco- 
motive design and construction only after the cessation of 
hostilities. 

Mr. David Adams (Labour member for Consett) on 
March 11 asked the Minister for the Co-ordination of 
Defence in the House of Commons whether it was intended 
to transfer to the Manchester area the locomotive-building 
works from Scotswood-on-Tyne in favour of munition 
manufacture in the latter district; what steps were proposed 
when munition work was ended to compensate Tyneside 
for the enforced loss of the locomotive-building industry; 
and had he explored the possibility of retaining both forms 
of industry upon Tyneside. To this Sir Thomas Inskip 
replied: “‘ I am not aware of any such intended transfer. 
I have understood that there was no certainty of con- 
tinuance of the locomotive work at Scotswood, and it 
seems to me that the balance of advantage to Tyneside 
clearly lies with the scheme proposed by the Government, 
more particularly as it involves a large increase in the 
openings for labour at Scotswood. As regards the future, 
I should not be prepared at this moment to make any 
forecast since the matter must depend on conditions as 
then existing.”’ 
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PUBLICATIONS RECEIVED 


Churchill and the Hudson Bay 
Route.—This interesting little  illus- 
trated pamphlet published by the 
Canadian Department of Railways and 
Canals covers the history of the various 
early quests into the region of the 
North-West Passage, the establishment 
of the northern trading communities, 
and finally the construction to the coast 
of the Hudson Bay Railway by the 
C.N.R., under the direction of the 
Department of Railways and Canals. 
The original intention to carry the line 
to Port Nelson was abandoned well after 
the work of constructing the railway had 
begun; this was on the advice of Sir 
Frederick Palmer, who advocated the 
selection of Churchill as the site for the 
seaport. Heavy constructional work in 
connection with the port at Churchill 
was necessary, including the erection of 
quays, a large grain elevator, and a 
power house. Although ice-bound every 
year from October until June, Churchill 
is nevertheless important as providing 
a shortened route for grain from the 
central wheat-growing areas of Canada 
destined for the markets of Europe. 
the sea route from Churchill to Liver- 
peol is 2,956 miles, or only 331 miles 
longer than the distance between Quebec 
and Liverpool. On the other hand, the 
Hudson Bay route reduces the long rail- 
way journey from the wheat-growing 
ireas to the coast by more than a half, 
thus enabling an important saving in 
the comparatively high land transport 
costs. This interesting booklet, which is 
well produced on art paper, extends to 
some 48 pages. In addition to the various 
half-tone illustrations, a folding plan of 
the arrangements at Churchill is in- 
cluded. 


American Railway Signalling 
Principles and Practices. Chapter 22, 
\lanual and Controlled Manual Block 
Systems and Fundamental Theory of 
Direct Current. New York City : Signal 
Section of the Association of American 
Railroads, 30, Vesey Street. 78 pp., 
6 in. 9 in. Price abroad, 35 cents. 
Chis is another chapter, making 23 in 
all, minus Nos. 1 and 4, of what will 
eventually form a comprehensive volume 
covering the whole field of signalling as 
practised in America. The subordinate 
position now occupied there by ordinary 
telegraph block and lock-and-block is 
shown by the subject being disposed of 


in the short space of 23 pages. There 
has never been much, if any, block 


working in the U.S.A. of the kind long 
general in Great Britain, with separate 
block instruments for the different 
tracks and directions of movement ; the 
standard American method is to ex- 
change messages in Morse code, giving 
conventional meanings to _ certain 
numeral signs. These messages, and a 
block record (train register book) are all 
that the signalman has to guide him 
in his operation of the fixed signals. 
Some years ago, however, there was a 
fair amount of lock-and-block—called 
in the U.S.A. controlled manual block— 


on some of the most important main 
lines, involving the use of block instru- 
ments on the principle of the Sykes 
system in Great Britain. These have 
been replaced in recent years by auto- 
matic signalling, and the controlled 
manual is used only to a comparatively 
limited extent, in the form of direction 
control levers governed by continuous 
track circuiting. The descriptions in 
the present chapter, as far as they go, are 
very clear, and accompanied by good 
diagrams. The remaining pages deal 
effectively but simply with the funda- 
mentals of direct currents, again with 
well-selected diagrams, and will be use- 
ful to the installation and maintenance 
engineer, for whom they are primarily 
intended. 

Summer Holidays Abroad.—All 
kinds of continental holidays find a 
place in the 1937 edition of this annual 
handbook from Thos. Cook & Son 
Limited, Berkeley Street, London, W. 1. 
For those who like to keep on the move, 
there are the now celebrated “ grand 
tours’ of various countries, with re- 
served railway accommodation. Others, 
who prefer to make one resort their 
base during a holiday, will find an ample 
variety of day tours radiating from all 
the popular tourist centres of Europe, 
to say nothing of trouble-free arrange- 
ments for the journey from England 
and accommodation abroad. We notice 
that visitors to Lucerne under the 
auspices of Cook’s are now given free 
seven-day motorbus seasons for un- 
limited journeys within the town, in 


addition to the free lake steamer 
seasons introduced last year. Extra- 
European holidays include thrift 


tours’ to Jerusalem and Cairo, and a 
programme of pleasure cruises is ap- 
pended. 

Pneumatic Tyred Railcars in 


Great Britain : Solenoid Operated 
Disc Signals: D.C. Relays: A.C. 
Relays. Issued by The Westinghouse 
Brake & Signal Co. Ltd., 82, York Road, 
King’s Cross, N.1.—The first of these 
publications, a reprint from our issue 
of June 19, 1936, describes the special 
electrical apparatus which has_ been 
introduced for the purpose of facilitat- 
ing the action of pneumatic-tyred rail- 
cars—and of other vehicles if necessary 

on track circuited lines and so ensur- 
ing reliable shunting effect, which with- 
out such supplementary equipment is 
apt to be somewhat uncertain. Unless 
satisfactory action on track circuits 
can be obtained, the use of railcars will 
be much restricted. This publication, 
therefore, has a special interest for all 
railway officers dealing with the use of 
these vehicles. The second describes 
the solenoid type dwarf signal with 
floodlight equipment, adopted on the 
recently-opened Waterloo to Hampton 
Court signalling, designed to provide an 
effective shunt signal of the position- 
indication type and eliminate coloured 
lights from shunt indications. For those 
who prefer the latter, however, a modi- 
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fied form of this signal having spectacle 
glasses is available. The third and fourth 
publications are list sheets covering 
14 a.c. and 18 d.c. relays, providing a 
range capable of dealing with practically 
every requirement of service. Parti- 
culars of sizes, power, and contact char- 
acteristics are given and notes on the 
uses of each type, enabling the correct 
one to be selected for any given purpose. 

Power or Heating Boilers.—We 
have received from H. & T. Danks 
(Netherton) Limited an illustrated cata- 
logue of Super-Economic boilers for 
power or heating purposes. A com- 
parative table shows the saving in fuel 
realised with equipment of this type, 
which is calculated as being sufficient 
to pay off the capital cost of such a 
boiler in approximately two years with 
coal at 25s. a ton. The boilers are 
made in 75 standard sizes, for working 
pressures from 40 to 260 lb. per sq. in., 
and can be fitted with superheaters of 
the firm’s own make. They are suit- 
able for stoker (automatic or semi- 
automatic), hand or oil-firing. These 
boilers owe their economy and efficiency 
to their special design, which obviates 
stagnant and comparatively cold water 
at the bottom of the boiler. 

A Watertight Fixed Window.— 
We have received from Beckett, Lay- 
cock & Watkinson Limited, Acton 
Lane, London, N.W.10, particulars of 
the Beclawat fixed window for public 
service vehicles. The method of fixing 
provides a completely watertight win- 
dow, and yet one that can be easily 
removed for replacement or other pur- 
poses. The glass is completely metal- 
framed. Kebating of pillars and waist- 
rails is dispensed with, so that these 
members can be made plain and of lighter 
section, while retaining the necessary 
strength. The angle section and special 
lipped section at the bottom of the 
window completely prevent ingress ot 
water at the most vulnerable point, and 
further protection is afforded by the 


side weathering strips, which allow 
for distortion of the body during 
running. 

Brass Pressings.—An_ illustrated 


handbook with this title has been issued 
by the Copper Development Association, 
Thames House, Millbank, London, 
S.W.1, for the benefit of those engaged 
in the design or use of the many pro- 
ducts which are now cold-formed from 
strip and sheet metal. The work is in 
three sections, the first being introduc- 
tory, the second outlining the principal 
processes involved in the manufacture 
of strip and sheet products, and the 
third dealing with mechanical proper- 
ties of the materials involved. Various 
operations are illustrated by photo- 
graphic reproductions or diagrams in 
the text, and a very representative 
range of brass and other copper-alloy 
products is shown in other illustration 
pages. Emphasis is laid in the intro- 
duction upon the combination of overall 
low cost with excellent working pro- 
perties, good mechanical strength, and 
resistance to corrosion and _ rusting 
exemplified by copper alloys. 
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THE SCRAP HEAP 


The total number of stockholders in 
the four main-line British railway com- 
panies is 842,000. 

* * * 

Two schemes of press advertising to 
cost nearly £1,400 have been adopted 
by the Llandudno Publicity Associa- 
tion. One is a joint effort with the 
L.M.S.R. 

+ * + 
RAILWAY IN THE ABBEY 

A railway line at present runs the 
length of Westminster Abbey, and is 
used to convey huge baulks of timber 
which form the foundations for stands 
for the Coronation.—Mr. Lawrence E. 
Tanner, Keeper of Muniments at the 
Abbey, in a lecture at the Y.M.C.A. 
headquarters. 


* * * 

In a recent paper to the Institute of 
fransport at Leeds, Mr. H. V. Riley 
said that the railway bridges spanning 
the waterways of the Aire & Calder 
Navigation had been built with an eye 
to the possibility of the navigation 
becoming a ship canal, and they could 
be converted into opening bridges by 


the addition of the necessary 
machinery. 
* * * 
SIT-DOWN STRIKE IN TUNNELS 


Four hundred and fifty minds with 
but a single thought, four hundred and 
fifty hearts that beat as one, caused 
this number of employees to cease work 
simultaneously in the Chicago under- 
ground freight railway on March 10. 





Down with damage and delay ! ! 
They destroy dependability on which our 
reputation and livelihood depend 


The Highway Code 


aims at preventing 





| accidents 


Well-it’s up to you 





The Railway Code? 





No. 6 of a new series—the third—of 


‘claims prevention”’ posters issued by 
the Chief Goods Manager, G.W.R., 
for exhibition to the staff 





Stopping their trains wherever they 
happened to be at the moment, the 
men proceeded to make themselves 
comfortable with the supplies of food, 
extra clothing, and heavy boots with 
which they were equipped as a pre- 
caution against the clammy discomforts 
of their self-imposed incarceration. 
The tunnel system was completely 
blockaded by the stationary trains, 
tying up tons of merchandise, much of 
it perishable. 
* * * 
EARLY SIGNALS 

We recently had an opportunity of 
inspecting one of the earliest specimens 
of a railway guide of the “‘ on either 
side ’’ variety. This publication, which 
described the main line between 
London Bridge and Brighton, was 
prepared by The Railway Chronicle and 
appeared about 1845. Among many 
points of railway working outlined in 
the preliminary remarks were the 
signals, and we reproduce the section 
describing them. 

These signals constituted one of the 
earliest uses of the semaphore through- 
out a railway and were of the type 


introduced by Sir Charles Hutton 
Gregory at New Cross in 1841. 


Semaphores, arranged in a variety of 
forms, had been in use for visual tele- 
graphy for some time, beginning with 
the celebrated installations of Chappe 
in France about 1793, and were well- 
known in military and naval service. 
Sir Hutton Gregory took the two- 
armed naval semaphore as a railway 
signal, making the arms apply to the 
two directions of running and moving 
them by chain and wire rope drive 
from rotary handles at the foot of the 
post. The lamps, which had lenses on 
three faces, were at first turned 
separately on vertical spindles, but 
later were geared to the semaphore 
handle shafts so as to move in agree- 
ment with the arms. Later still rod 


connections .replaced the chains and 
wires. 
The system of working by time 


interval was common until the intro- 
duction of the block system, following 
the invention of the electric telegraph. 
Its principle was to exhibit ‘‘ stop ’”’ 
and ‘‘ caution’’ signals behind each 
train, at certain selected places along 
the line, long enough for the train to 
get a safe distance ahead or for the 
guard to come back and protect it 
efficiently if it could not. Only after 
this time interval was another train 
allowed to pass freely, for which no 
arm signal was considered necessary, 
the plain post being enough. With 
the introduction of the block system, 
two positions of the semaphore sufficed 
and the horizontal and inclined posi- 
tions were thenceforth generally used. 
In this way the ordinary lower- 


quadrant signal, so long used in Eng- 
land, came into being. 
Great Northern 


The Railway is 
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believed to have been the first line to 
use red and green signal lights only, 
others retaining the white light for 
some time for “‘ all right,’’ sometimes 
however, using green lights at ju 
tions, where it was supposed that ad 
tional vigilance was needed. By 


“e 


middle ’nineties red and green only had 
become general in England, and the 
white light in fixed signals became a 
danger signal. With the exception of 
the Great Northern, most lines 


ployed disc-type distant signals f 
time, but the fishtailed arm eventu 
superseded them. For a long ti 
however, no attempt was made to 
provide a distinction at night, distant 
and stop signals showing the same 
lights. 


THE SIGNALS. 

As it may be interesting to the traveller t 
watch the various signals adopted on this lin 
for his security, the ordinary signals are given 
from the official documents of the company — 

HAND SIGNALS, 
Day. 

1, The signal 4U/ right is shown by extending the 
arm horizontally, so as to be distinctly seen by the 
engine-driver. : 

2. The Caution signal, to slaeken speed, is shown 
by a green flag, or, in the absence of a green flag, by 
holding one arm straight up. 

3. The Danger signal, always to stop, is shown by 
a red flag, or, in the absence of a red flag, by holding 
both arms straight up, or waving with violence a hat 
or any other object. 

Night. 

4. The signal All right is shown by a steady white 
light. 

5. The Caution signal, to slacken speed, is shown 
by a steady green light. 

6. The Danger signal, always to stop, is shown by 
a red light, or, in cases of emergency, by waving any 
light with violence. 

POST SIGNALS. 
Day. 

7. The signal posts are furnished with two arms, 
one moving out on one side, to give signals to trains 
on the down line of ratls, and another moving out on 
the other side of the signal post, to give signals on 
the up line of rails. 

8. The signal All right is shown by the 
left-hand side of the signal post, as seen by 
an approaching engine-driver, being clear: 
thus— 

9. The Caution signal, to slacken speed, F 4 
is shown by the arm on the left-hand side 
being raised half way to the horizontal 
position: thus— 

10. The Danger signal, always to stop, ==> 
is shown by the arm on the left-hand side 
being raised to the horizontal position : 
thus— 

11. The position of the arm on the right-hand 
side has reference to the right-hand line, and is con 
sequently a signal to trains running in the contrary 
direction. 





Night. 

12. Each signal post is furnished with lamps, 
showing three colours, in both directions by night, as 
follows :— 

13. The signal All right is shown by the white 
light. 

14. The Caution signal, to slacken speed, is shown 
by the green light. 

15. The Danger signal, always to stop, is shown 
by the red light. 

The Danger signal is always to be made immedi- 
ately after an engine or carriage of any description 
has passed along the line, and is to be continued for 
five minutes. 

The Caution signal is always to follow the Danger 
signal, and to be continued five minutes 


Signal arrangements on the L.B.S.C.R. 
in 1845 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


UNITED STATES 


Earnings Still Increase 
Preliminary reports for January 
from railways earning 91 per cent. of 
total operating revenues of the country, 


show receipts aggregating approxi- 
mately #£54,576,000, a figure 94 per 
cent. above that for January, 1936. 


Increases in passenger revenues of the 
Eastern railways, which reduced their 
fares sharply last June to conform 
generally to reductions made in the 
West and South a year or two previ- 
ously, are, on a percentage basis, still 
considerably lower than those in the 
West and South. Passenger earnings 
in the East, in January, were barely 4 
per cent. above those of last year, 
whereas in the South the increase was 
144 per cent. and in the West, 16 per 
cent. In all three districts passenger 
revenues averaged more than 46 per 
cent. below those of January, 1930, 
which gives some measure of the ground 
to be regained—if possible. 

Final figures for 1936 earnings show 
gross revenues at £808,800,000 (com- 
pared with £688,700,000 in 1935), opera- 
ting expenses at £585 ,000,000 
(£517,400,000 in 1935) and net railway 
operating income (after taxes but before 
bond interest) at £133, 100,000 
(299,500,000 in 1925). The rate of 
return on the invested capital was 2-57 
per cent. in 1936 as compared with 
1-92 per cent. in 1935. 

Labour Union Demands 

The railway unions are sponsoring in 
the Lower House a Bill to make the 
6-hr. day obligatory on the railways. 
Meanwhile, the train and engine service 
brotherhoods have served notice of a 
demand for a 20 per cent. increase in 
and the locomotive fire- 
men are seeking a universal rule of 
‘two men in the cab ”’ of all locomo- 
tives, including the driver’s compart- 
ment of railcars, multiple-unit electric 


their wages, 


trains and _ diesel-electric shunting 
engines. 
It is noteworthy that the unions, 


despite elaborate machinery for collec- 
tive bargaining provided at their insis- 
tence, have utterly ignored this pro- 
cedure in their demand for the 6-hr. 
day; while, by contrast, the economi- 
ally strong train crews’ unions still 
utilise collective bargaining for those 
demands calculated to give them fur- 
ther advantages over their _less- 
favoured fellows. The policy seems to 
be to use political methods on ques- 
tions where all the unions can unite, 
while preserving collective bargaining 
for the benefit of those employees who 
are strategically placed and by whom 
a strike would be serious. 

The demands of the labour organisa- 
tions—while they appear ambitious 
umost to the point of extortion—are 


not, possibly, as serious as they might 
be because of the absence of any trucu- 
lence in the relations between the 
labour executives and the railway 
managers. All the same, the position 
of the latter is not enviable because 
of the increases in wages being granted 
in other industries particularly automo- 
biles and steel; railway workers, seeing 
these increases, naturally seek similar 
advantages for themselves, quite over- 
looking the fact that the railways are 
still far from prosperous, whereas some 
of the automobile manufacturers are 
earning more now than ever before. 
The situation of the railways with re- 
spect to the labour organisations thus 
remains as a serious threat to con- 
tinued prosperity, but prospects are 
not by any means hopeless. 


INDIA 


Coal_Under Railway Lines 
The liability—under the provisions of 
the Land Acquisition (Mines) Act of 
1885—of a railway to pay compensa- 
tion for coal left unmined beneath rail- 
way lines of various kinds, was dis- 
cussed in the evidence of Mr. J. A. 


Bell, Agent, East Indian Railway, 
before the Coal Conservation Com- 
mittee. Under assisted siding agree- 


ments, mine-owners had waived their 
legal rights, if any, to compensation, 
but the Agent was not aware of any 
authoritative judicial decision on the 
legality of such waiver. Mr. Bell 
agreed that if sand-stowing operations 
could provide proper support for rail- 
way tracks, the release of coal under 
them would be of advantage to the rail- 
ways, the mine-owners and to the 
country generally. The East Indian 
Railway, however, could not make any 
contribution to the cost of sand-stow- 
ing without recovering it in the form 
of increased rates. Coal constituted 
$2 per cent, of the railway’s low-grade 
traffic, and was already being carried 
at a rate which was less than the 
average cost of goods transport. In 
the remaining 18 per cent. of traffic 
which could bear higher haulage rates 
the railway had to contend with road 
competition. Mr. Bell was prepared to 
recommend that a general cess on coal 
and coke to finance sand-stowing should 
be collected by the railway without 
any remuneration, on the understand- 
ing that it was to be regarded as the 
railway’s contribution towards the cost 
of sand-stowing. 

The Agent further mentioned that 
new locomotives on the E.I.R. were de- 
signed to burn a comparatively inferior 
coal. There were certain kinds of 
running in which low grade coal was 
more efficient than Grade I coal. In 
the working of the E.I.R. Bokaro col- 
liery, only the coal-dust produced was 
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being wasted, and even this Mr. Bell 
hoped to utilise in briquetting. 

Mr. M. J. Wilson, Mining Engineer, 
Bengal-Nagpur Railway, estimated the 
amount of coal under the B.-N.R. lines 
in the Bengal and Bihar coalfields at 
56 million tons, of which 39 million 
tons were under main and branch lines. 


CHINA 


Sino-Belgian Co-operation 

His Majesty the King of the Belgians 
has conferred the Order of the Grand 
Cross of the Belgian Crown upon Mr. 
Chang Kia-ngau, Minister for Railways 
of the National Government, in recog- 
nition of his services in the promotion 
of Sino-Belgian friendship. The 
decoration was presented by Baron J. 
Delvaux de Fenffe, Belgian Chargé 
d’ Affaires, at a ceremony at the Belgian 
Legation at Shanghai on February 1. 


Kiaochow-Tsinan Railway 


The 14th anniversary of the return 
of the Kiaochow-Tsinan Railway by 
Japan to China was observed on Janu- 
ary 28 when the Managing Director, 
Mr. Ko Kwang-ting, presided over a 
celebration in the railway headquarters 
at Tsingtau. The year 1936 has proved 
a successful one for the railway and 
the revenue of nearly $17,000,000 for 
the twelve months shows an increase 
of $2,000,000 over 1935. The receipts 
are largely from the carriage of coal 
which, represents about 50 per cent. of 
the freight, the remainder being in 
cotton, agricultural produce and general 
merchandise. Passenger traffic yields 
about a quarter of the revenue of the 
line. 


Canton-Hankow Railway 


In order to permit of the running of 
the 4-8-4 Vulcan-built locomotives over 
the older sections of this line, a heavy 
programme of rehabilitation and im- 
provement is in hand. A sum of 
$100,000 is being spent on strengthen- 
ing underbridges, and over 600,000 
new sleepers are being put in. New 
turntables and a considerable length of 
relaying also are necessary. The new 
engines are reported to be exceedingly 
satisfactory, and, when restriction on 
their use to full capacity is removed 
by the above improvements, they will 
be able to take much heavier loads at 
higher speeds. 

A Locomotive Factory Commissioner 
has been appointed by the Ministry of 
Railways to supervise all railway work- 
shops in the country and bring them 
up to a uniform standard of efficiency. 


CONGO 


Railway Tariff Agreement 


To prevent uneconomic competition, 
discussions are to take place between 
the French and _ Belgian colonial 
authorities with a view to unification of 
tariffs on the Matadi—Stanley Pool rail- 
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way in Belgian Congo, and the Congo- 


Ocean Railway (from Brazzaville to 
Pointe Noire) in French Equatorial 
Africa. Both lines are fed by traffic 


coming down the Congo river, on which 
the rival boat services already have 
working agreements. 


ITALY 


New Construction Works 


The Government has ordered that the 
construction of the Ostiglia to Treviso 
and the Vittorio to Ponte delle Alpi 
railways should be resumed at once and 
completed as soon as possible. It is 
expected that the Ostiglia to Treviso 
line will prove to be of considerable 
importance in connection with interna- 
tional communications, as the distanee 
between the Italo-Austrian frontier and 
the west coast of Italy will be greatly 
reduced upon its completion. As the 
section between Ostiglia and Grisignano 
di Zocco on the Venice—Milan railway 
is already in operation, only the fur- 
ther section onwards to Camposampiero 
remains to be completed. Existing 
lines from Camposampiero via Castel- 
franco Veneto to Treviso will be fol- 
lowed by the through traffic. South 
and west of Ostiglia it will follow the 
Verona—Bologna line southwards to 
Poggio Rusco, to avoid constructing a 
new bridge over the River Po, and will 
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to agreement with all privately-owned 
lines—over the Poggio Rusco—Suz- 
zara—Parma section of the railway 
owned by the Societa Veneta of Padova 
(Padua); from Parma the west coast is 
reached by the direct line via Fornovo, 
Borgotara and Vezzano, to La Spezia 
or to Pisa. 





Aurine Alps Route 

The Vittorio—Ponte delle Alpi line 
forms what will no doubt be the first 
section of the long-proposed new rail- 
way to connect Italy and Austria 
through the Aurine Alps; it is already 
completed except for the provision of 
station equipment, &c., and its length 
is 265 km. It is to be operated for 
the present with steam traction, but 
should the Aurine railway project 
materialise, electric traction would be 
used. The importance of the proposed 
Aurine Alps railway can be realised 
from the map below, which shows 
how considerably the distances between 


Munich and Venice, on the _ one 
hand and Trieste on the other, will 
be reduced by its completion. This 
through connection will give’ the 
shortest route from Bavaria to the 


Mediterranean, or rather the Adriatic. 

Also as the Landeck—Tirano—Son- 
drio project—to connect the Western 
Tyrol directly with Milan—has been 
abandoned as prohibitively costly, a 
short cut-off between Domegliara and 
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is to be constructed so as to give Milan 
a more direct alternative through route 
via the Brenner Pass; it will be some 
55 km. shorter than via Verona. 


The Expansion of Rome 

In THE Rattway GAZETTE of Febru- 
ary 19 a scheme was outlined to in- 
crease the capacity of the Ostia line 
and extend it beneath the heart of 
Rome to the Piazza dei Cinquecento 
near the Termini station. Apart fr 
catering for traffic expected in conn 
tion with the forthcoming exhibition 
the principal object of that scheme was 


to develop the Lido traffic and 
courage Roman residential expansion 


towards the coast. 


Electric Line to Develop tie 
Neighbouring Hill Country 


In addition, however, a further plan 
is maturing to foster similar expansion 
towards the hills, and with this end 
in view, the out-of-date tramway sys- 
tem between Rome and the Castelli 
Romani is to be converted into an ele: 
tric railway capable of moving large 
numbers of passengers cheaply, quickly 
and comfortably. The electric line 
will connect with, or be an extension 
of, the Lido line at Piazza dei Cinque- 
cento, and proceed underground via 
Piazza Vittorio Emanuele, S. Giovanni, 
and Piazza dei Re di Roma, to the 
junction of the Via Appia Nuova with 
the Via delle Cave, where it will come 
to the surface; thence to Ciampino it 
will serve agreeable and _ healthy 
localities which are suitable for hous- 
ing estates. From Ciampino there will 
be three branches; one via Frascati, 
Grottaferrata and Valle Violata via 
Rocca di Papa; the second via Marino, 


Castlegandolfo, Albano, Ariccia and 
Genzano; and the third direct via 


Velletri. A zone system of low fares 
and season tickets will encourage resi- 
dence in the Castelli Romani, and a 


movement of the population from the 
densest quarters of the city to the hills, 
with consequent improvement in the 
hygienic and social conditions of those 
quarters and of the city workers as a 
whole. 


U.S.S.R. 


Growth of Goods Traffic 
It is claimed that the rapid expansion 
in the capacity of the Soviet railways 
continues unabated, and in support of 


this claim the following figures are 
quoted by the authorities :— 
1934 1935 1936 

Millions of tons carried : 

January 23-4 24-0 36-2 

May ... ee we 2? 7 2 
Average No. of wagons 

loaded during May ... 57,217 69,251 92,442 
Average daily run of a 

wagon, km. ... ... 168-6 189-4 235 


To cater for increasing mineral traffic 
from the Kussbass to the Trans-Siberian 
main line, a new route from Kusnezk 
to Novosibirsk has been completed; 
the old route via Jurga will be used 
only for secondary traffic. 
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HIGH-SPEED RUNNING IN THE UNITED STATES 


During the past seven years the speed 
of the fastest American train service 
has been increasing with almost un- 
paralleled rapidity, and in the accom- 
panying Table A a list is given of 57 
runs scheduled to be covered from 
start-to-stop at 69 m.p.h. or over in 
the U.S.A. The Pennsylvania Rail- 
road takes most of the leading places 
in the steam-operated section of this 


(See editorial article on page 581) 


reliance for the operation of these fast 
bookings is still placed on the non- 
streamlined ‘‘ K4s’’ type _ Pacific 
engines—an extremely efficient and re- 
liable class, equally at home on light 
super-speed expresses such as_ the 
Detroit Arrow and the Union, and on 
such fast and very heavy workings as 
the Broadway Limited and the Liberty 
Limited. Ordinary non-streamlined 





table, notwithstanding the fact that rolling stock also is used in the make- 
TaBLeE A.—THE Fastest RuNs IN THE UNITED STATES—SUMMER SERVICE, 1936 
Railway Train | From | To Dist- | Time Speed 
ance 
STEAM-OPERATED TRAINS 
miles | min. | m.p.h. 
Pennsylvania Detroit Arrow Fort Wayne Gary oti ...|123-0 99 74°5 
of nat - Plymouth Fort Wayne .-.| 64-1 52 74-0 
C.M. St. P. & P....| Hiawatha New Lisbon Portage ... .--| 43°1 35 73°9 
Pennsylvania Detroit Arrow Gary Plymouth ...| 58-9 |} 48 73-6 
= Union ... “ - we - .--| 58-9 48 73°6 
*lymouth Valparaiso ...| 40°3 33 73°3 
Fort Wayne Plymouth .--| 64-1 53 72-6 
= ‘as on am Plymouth Fort Wayne _...| 64-1 53 72-6 
C.M. St. P. & P....| Hiawatha Portage ... New Lisbon ooo] 43°1 36 71.9 
Illinois Central ...| Daylight Kankakee Gibson City ooo] 04°1 46 70-6 
C.M. St. P. & P....| Hiawatha La Crosse New Lisbon ...| 59°8 51 70-4 
oe * ms ...| New Lisbon La Crosse ..-| 59°8 51 70-4 
Pennsylvania Liberty Limited | Plymouth Fort Wayne _...| 64:1 55 69-9 
Penn.- Reading Atlantic City Ex. | Haddonfield Absecon... | 45°3 39 69-7 
Seashore 
Reading ...| Seven O’Clocker | West Trenton Belle Mead sack BOM 15 69-6 
New York Central! 20th Century Elkhart ... Toledo ... ...(133-0 | 115 69-3 
Limited 
Pennsylvania Golden Arrow Gary Plymouth ...| 58-9 51 69-3 
‘a ...| Liberty Limited - a ae ae ...| 58°9 51 69-3 
Chicago & N.W. The 400... W veville Eau Claire ...| 86-2 75 69-0 
DirseLt-ELectric TRAINS 
Santa Fé Super-Chief ...| La Junta Dodge City 202-4 | 145 83 -7* 
Burlington Denver Zephyr...| Galesburg Aurora .. (124-4 94 79-4 
= = ee Aurora Galesburg ...| 124-4 98 76:2 
Santa Fé Super-Chief ...| Dodge City Newton ... 153-1 | 122 75 -3* 
Union Pacific Citv of Denver ...; North Platte Grand Island 137-2 | 110 74-8 
Pacific ‘‘ City ”’ " a 137-2 110 74-8 
Services 
Burlington [win City East Dubuque ...| Prairie du Chien | 54-6 44 74-5 (2) 
Zephyrs | 
Union Pacific City of Denver ...| Grand Island North Platte ...)/137-2 | 111 74-2 
Santa Fé Super-Chief Dodge City La Junta .|202-4 |164 74-0* 
Burlington Denver Zephyr Denver ... McCook ...|254°4 |208 73-4 
Santa Fé Super-Chief Gallup Winslow... {127-9 | 105 73-1* 
Burlington Denver Zephyr...) Hastings McCook 131-6 | 109 72-4 
Union Pacific Pacific ‘‘ City’ | North Platte Sidney 123-4 | 104 71-27 
Se rvices 
“a as a - Grand Island North Platte ...}137-2 | 116 71 -0F 
Burlington Denver Zephyr...| Chicago ... \urora ... oon] oF 32 70 °9 
Santa Fé Super-Chief Newton ... Dodge City .-- [153-1 | 130 70 -7* 
Union Pacific Pacific ‘‘ City” | Sidney North Platte 123-4 | 105 70 -5+ 
Services | 
- oo -Y = = Cheyenne Sidney .../102-0 | 87 70-47 
Illinois Central ...; Green Diamond | Clinton Gibson City _...| 38-6 | 33 | 70-2 
Burlington Twin City La Crosse Prairie du Chien | 58-4 | 50 70 +1 (2) 
Zephyrs 
Union Pacific City of Denver ...| Sterling North Platte ...|138-7 | 119 | 69-9 
Burlington Irwin City St. Paul Miner ... ...| 102-4 88 69-8 (2) 
Zephyrs 
= Denver Zephyr Hastings Lincoln ... ...| 96-6 83 69-8 
Union Pacific City of Denver Omaha Grand Island _ ...|144°-1 124 69-7 
96 - Pacific ‘ City” ee i sb ..-| 144-1 124 69 -7+ 
Services 
Burlington .| Twin City Prairie du Chien | East Dubuque ...| 54-6 47 69-7 (2) 
Zephyrs 
Illinois Central ...) Green Diamond Kankakee Clinton ... wee] 92°7 80 69-5 


Burlington | Denver Zephyr...| McCook 


Hastings ..f 131-6 | 114 69-3 


ELECTRICALLY-OPERATED TRAINS 


Chicago, N.S. & | Chicago Limited | Venosha... 
M. 


Trenton 


President 
; Newark ... 


Congressional 


Pennsylvania 


” ane ” 


N. Philadelphia _ 


Wankegan ..[ 15-0 | 12 75-0 (2) 
| Zion nan il eee 7 74-6 
Elizabeth oof 42°6 37 69-1 
N. Philadelphia 75:9 66 69-0 
Newark ... coel ow 66 69-0 


Note.—Figures in brackets in the last right-hand column indicate the number of runs timed at 


this speed. * One run weekly. 


+ One run on the average each alternate dav. 


up of the trains. The Detroit Arrow, 
with its 74-5 m.p.h. booking from Fort 
Wayne to Gary, is still the fastest 
steam-operated train in the world, 
though now closely approached by the 
German 74-2 m.p.h. steam schedule 
from Berlin to Hamburg. An appear- 
ance above the 70 m.p.h. line is entered 
by the Illinois Central with its 70-6 
m.p.h. run of the Daylight, one of the 
competing trains on the Chicago-St. 
Louis service, from Kankakee to Gibson 
City. There are nine steam-operated 
runs in this table, including those of 
the streamlined Hiawatha of the 
Chicago, Milwaukee, St. Paul & Pacific, 
faster than that of the Cheltenham 
Flyer, the fastest start-to-stop schedule 
in Great Britain. 

Immediately below 70 m.p.h. comes 
a run at 69-9 m.p.h. by the heavy 
Liberty Limited of the Pennsylvania, 
made, like most of the fastest Pennsyl- 
vania runs, over the level racing ground 
between Fort Wayne and the eastern 


suburbs of Chicago; while a little 
farther to the north the New York 


Central operates its Twentieth Century 
Limited—a train of 1,000 to 1,200 tons 
in weight—over the 133-0 miles between 
Elkhart and Toledo at 69-3 m.p.h. At 
the same speed are further runs with 
the Liberty Limited and the Golden 
Arrow, and only fractionally lower in 
speed is the Broadway Limited, 
scheduled in both directions over the 
140-9 miles between Englewood 
(Chicago) and Fort Wayne at 68-9 
m.p.h. Of equal merit, probably, is 
the Broadway’s 65:3 m.p.h. average 
from Crestline to Fort Wayne, for this 
includes a 5-min. stop at Adams, just 
before Fort Wayne, in order to take on 
coal from the overhead coal dock, 
which is a common feature of American 
main line operation. With the 
Hiawatha of the Milwaukee road, The 
400 of the Chicago & North Western 
figures several times in the upper part 
of the table; both are competitors for 
the traffic between Chicago and the 
Twin Cities of St. Paul and Minnea- 
polis, together with the diesel-electric 
units of the Burlington route, The 400 
being steam-operated and non-stream- 
lined. 

It is significant of the march of rail- 
way speed in America that what was 
once the fastest railway run in the 
world now takes thirty-first place 
among steam-hauled American trains, 
and ninety-sixth place, if diesel and 
electric runs be included. This is the 
66-8 m.p.h. Boardwalk Flyer of the 
Pennsylvania-Reading-Seashore __ lines, 
now restored to its original speed, 
though taking 2 min. longer than in 
early days from Camden (Philadelphia) 
to Atlantic City, owing to the route at 
present followed by the combined 
Reading and Pennsylvania services 
being 2-4 miles longer than the original 
Reading route. This is not, however, 
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the fastest Pennsylvania-Reading- 
Seashore booking, as another express, 
free of the speed restrictions at the two 
ends of the route, covers the 45-3 miles 
from Haddonfield to Absecon at 69-7 
m.p.h. start-to-stop. The Baltimore 
and Ohio—steam competitor from New 
York to Baltimore and Washington 
with the electrified Pennsylvania 
services—first appears in the table with 
a couple of runs from Wayne Junction 
to Plainfield at 66-5 m.p.h., one of 
them with the streamlined Royal Blue 
express. 

Diesel-electric high speed services are 
headed by the Santa Fé, with the 


fastest railway run in the world, for 
just over 200 miles at an average of 
83-7 m.p.h., but with this qualifica- 


tion, that it is made once weekly only. 
The Super-Chief consists of ordinary 
Pullman stock, hauled by a twin diesel- 


electric unit, which works the train 
without change over the 2,228 miles 
between Chicago and Los Angeles, 


though this is presently to be replaced 
by a complete streamlined diesel-elec- 
tric train, like those of the Union 
Pacific. After this, much of the upper 
part of the table is occupied by the 
Denver Zephyr of the Burlington and 
the City of Denver of the Union Pacific: 
each of these is a 16-hr. daily service, 
the former over a route of 1,034 miles 
and the latter over one of 1,047-4 miles, 
so entailing weekly average mileages 
for each 12-car set of 7,238 and 7,332 
miles respectively at average speeds of 
64-6 and 65-5 m.p.h. respectively. 

With the introduction of the winter 
timetables, however, the timing of the 
eastbound City of Denver came down 
to 15 hr. 40 min. overall and 928 min. 
actual running time, raising the overall 
average of 67-7 m.p.h. Additional 
stops are now made, involving the 
following remarkable sequence of high 
speed runs: La Salle to Sterling, 93-6 
miles in 77 min., 72-9 m.p.h.; Sterling 
to Julesburg, 57-5 miles in 46 min., 
75:0 m.p.h.; Julesburg to North Platte, 
81:2 miles in 63 min., 77°3 m.p.h.; 
North Platte to Kearney, 95-0 miles in 
71 min., 80-3 m.p.h.; Kearney to Grand 
Island, 42-0 miles in 34 min., 74:1 
m.p.h.; Grand Island to Columbus, 62-0 
miles in 46 min.—80-9 m.p.h.; this 
makes a total running time of 337 min. 
for the 431-2 miles from La Salle to 
Columbus, and a running average of 
76-8 m.p.h. for the entire distance. In 
no other country in the world is it 
possible to show anything comparable 
to this in the realm of long-distance 
scheduled speed on rails. 

The City of Los Angeles, City of San 
Francisco, and City of Portland, which 
use the same metals as far westwards as 
Julesburg, 363 miles west of Omaha, 
are booked at much the same speeds 
as those of the City of Denver. 
Between Omaha and Chicago the tracks 
of the Chicago & North Western Rail- 
way are followed for 488 miles, at 
average speeds rather lower than those 
over Union Pacific metals proper; and 
west of Ogden, 990 miles from Omaha, 
the City of San Francisco is turned 
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TABLE B.—AGGREGATE MILEAGE OF RUNS PERFORMED DAILY IN THE UNITED STATES AT S1\rt- 
to-Stop SPEEDS OF 60 M.P.H. AND OVER. 


Summer Service, 1936. 


Rail 70 m.p.h. | 68 m.p.h. | 66 m.p.h. 64 m.p.h. 62 m.p.h. 60 m.p 
a and over | and over | and over and over and over and o\ 
STEAM-OPERATED RUNS 
Miles Miles Miles Miles Miles _ Miles 
New York Central |} 133 (1) 264 (2) 1,231 (9) 1,838 (15) 3,438 
Michigan Central — 297 (5) 855 14 
Big Four 66 (1) 366 = (6) 691 
New York Cen | ‘ é 
tral Total ... 133 (1) | 264 (2) | 1,297 (10) | 2,501 (26) | 4,984 I 
Pennsylvania we} 473 (7) | 1,001 (13) | 1,065 (14) | 1,644 (20) 1,981 (22) | 2,776 (42 
Cw. St. P.&. F. 206 (4) 376 (6) | 562 (8) | 624 (9) 953 (14) 1,641 (24 
Baltimore & Ohio 124 (2); 311 (5) 373 (6) 953 15 
Chicago & N.W.... 342 (4) | 461 (7) 584 (9) 647 (10) | 856 15 
Reading ... on 17 (1) 17 (1) 6 tH) 227 = (8) 496 (16 
Ye > go ; ow. ov > 
ees = 45 (1)| 161 (3)| 213 (4)| 213 (4)| 328 
Illinois Central ... 54 (1) 54 (1) 99 (2) 99 (2) 222 (4) | 288 ¢ 
Other railways 207 ~=(6) 614 (1 
Fotals ... ...| 733 (12) | 1,968 (27) | 2,753 (39) 4,789 (60) 7,324 (100) | 12,936 (202 
DiksEL-ELEctTRIC RUNS 
Burlington | 899 (9) 11,753 (18) | 2,174 (24) | 2,789 (32) | 3,157 (37) | 3,318 (42 
Union Pacifict ...| 586 (5) | 1,389 (11) | 1,567 (12) 1,737 (16) 1,944 (20) 2,672 (31 
Chicago & N.W.*} 267 = (2) 769 (7) 1,319 (11) | 1,393 (12 
N.Y .Nwn. & HB. ... | 457 (12) 457 (12) 457 (12) 457 (12 
Santa Fét ...| 126 (1) 126 (1) | 204 (2) 293 = (3) 315) (3) 429 : 
3oston & Maine... F 30 (1) 319 5 
Illinois Central ... 39 (1) 131 (2) | 179 (3) 244 (5) 299 (6) 299 6 
Other railways 90 (1) 259 4) 
rotals} 1,650 (16) | 3,399 (32) | 4,848 (55) | 6,288 (75) | 7,611 (91) | 9,146 (116) 
ELECTRICALLY-OPERATED RUNS 
Pennsylvania... 288 (5) | 1,036 (16) ; 2,034 (37 3,909 (80) | 5,894 (143 
Chicago, N.S.&M.| 39 (3) 39 (3) 49 (4)| 190 (11) 501 (26) | 2,121 (108) 
Totals ... ...| 39 (3) | 327 (8) | 1,085 (20) | 2,224 (48) | 4,410 (106) | 8,015 (251 


8,686 (114) 


GRAND TotTats | 2,422 (31) | 5,694 (67) 


aggregate mileage. 


+ Includes one run, 50 miles, on Canadian National Railways. 


13,301 (183) | 19,345 (297) | 30,097 (569 


Notes.—The figures in brackets in each column indicate the number of runs making up each 
* Union Pacific Company’s ‘‘ City”? services between Omaha and Chicago. 


t+ Runs made intermittently on 


these railways are credited only with the equivalent proportion of their mileage on a daily basis. 


over to the Southern Pacific for the 
remainder of the journey to the Pacific 
but the other two use Union 
tracks throughout to Los 
Angeles and Portland. Each of the 
‘City ’’ trains (other than the City of 
Denver) runs five times a month, and 
each takes the same timetable path, on 
different days, between Chicago and 
Green River, 1,302 miles west, so that 
each of the point-to-point runs of the 
‘City ’’ trains is made on the average 
every alternate day. There are also 
the Twin City services, twice daily in 
ach direction between Chicago, St. 
Paul and Minneapolis, which, as pre- 
viously mentioned, compete with the 
steam-hauled Hiawatha of the Mil- 
waukee and the 400 of the Chicago & 
North Western—between them forming 
. striking testimony to the value of 
high speed, for considerable additions 
have been made to the stock formation 
on all these services since their intro- 
duction, and the Zephyrs, in particular, 
make two return journeys daily instead 
of the original one. The Burlington 
route from Chicago to St. Paul is 431 
miles, the Milwaukee route 410 miles, 
und the North Western route 396 miles; 
ill the competing trains take 6 hr., in- 
cluding a number of intermediate stops 
in each case. Some fast running is also 
made by the Green Diamond of the 


coast, 
Pacific 


Illinois Central, on the Chicago-St. 
Louis run, which covers the 294-2 miles 


in 295 min., with six intermediate 
stops. 
The electric section of the table is 


monopolised chiefly by the Pennsy! 
vania, with some able backing by that 
small but remarkable inter-urban line 
from Chicago along the west shore of 
Lake Michigan—the Chicago, North 
Shore, and Milwaukee. The latter is 
little more than an electric tramway, 
854 miles long, utilising street lines at 
the Milwaukee end of its journey, and 
the Chicago Elevated at the other end 
It schedules but few start-to-stop speeds 
at less than a mile-a-minute on its more 
open central section, runs restaurant 
and observation cars, heads the table 
with three short but very fast runs at 
75-0 and 74:6 m.p.h., and boasts one 
of the best punctuality records in the 
United States. Actually this diminu- 
tive line can show 2,121 miles, made 
up of 108 separate runs, booked at 
60 m.p.h. and over from start-to-stop. 
Similarly the Pennsylvania books 
practically all the point-to-point runs 
on its extensive main line electrified 
system between New York, Phila- 
delphia, Baltimore, and Washington at 
or over 60 m.p.h. from start-to-stop, 
and has given a fine demonstration to 
the world as to the speed possibilities 
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of electric traction. Not only so, but 
with the introduction of the 1936-1937 
winter timetables a further all-round 
speed-up of these services took place, 
ind, incidentally, introduced the first 
70 m.p.h. electric booking on the 
Pennsylvania, the Congressional, with 
its 62-7-m.p.h. schedule throughout 
over the 224-8 miles from New York to 
Washington, all six stops included, now 
overing the 75:7 miles between Newark 
ind North Philadelphia in 64 min., at 
in average of 70-9 m.p.h. 

Table B gives particulars as to the 
mileage and number of runs booked 
daily at over 60 m.p.h. from start-to- 
stop on the various American railways, 
separated into those operated by steam, 
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diesel-electric units, and electricity re- 
spectively. In steam-hauled mileage at 
over 60 m.p.h. the New York Central 
takes the lead, but in aggregate 
mileage, including both steam and 
electricity, the Pennsylvania is far 
ahead of all competitors. As to diesel- 
electric high speed mileage, the 
Chicago, Burlington & Quincy (gener- 
ally known for short as the Burlington) 
heads this section of the table in all 
ranges of speed, and achieves this 
mileage with four trains only—the two 
Twin City Zephyrs, each of which 
covers 882 miles daily, and the two 
Denver Zephyrs, each of which covers 
1,034 miles daily; of this total of 3,832 
miles 2,174 miles are booked at over 


589 


66 m.p.h., and 3,318 miles at over 60 
m.p.h. Every day 67 runs, totalling 
5,694 miles, were booked during the 
summer of 1936 over American metals 
at 68 m.p.h. and over, as compared 
with three such runs, totalling 542 
miles, in Great Britain; and _ the 
American total of 30,097 miles at 60 
m.p.h. and over was greater than that 
of all other countries in the world put 
together. Editorial comment on the 
contents of these tables is found on 
page 581 of this issue, and in conclu- 
sion acknowledgment must be made to 
Mr. Eric Crickmay and Mr. Donald 
M. Steffee for detailed} information 
on which their contents are largely 
based. 








The New Uxbridge Station, London Transport 


What will be one of the most modern 
in design of the new stations of the 
London Passenger Transport Board, is 
being built at Uxbridge at a point 
south-west of the existing station in 
Belmont Road. As may be seen from 
the accompanying sketch map, the anew 
site (previously occupied by old cot- 
tages) is in the middle of the town 
adjacent to the High Street. The civil 
engineering work, which was designed 
by the board’s engineers, is being 
carried out by A. Waddington & Son 
Ltd., while Messrs. Adams, Holden 
and Pearson will be responsible for the 
architectural design of the new station 
buildings. 

Work has been in hand for a little 
over five months, and by courtesy of 
the Editor of Pennyfare we are enabled 
to extract certain of the following de- 
tails from an interesting article on the 
undertaking. The new station will be 
approached from High Street by an 
arcade of shops. There will be no steps 
between the street and the three plat- 
form roads, because the latter will be 
slightly below ground level, between 
mass concrete retaining walls now being 
built in trenches excavated by diesel 
and steam-driven draglines, and finally 
trimmed by hand. 

Ihe sketch design we 
shows the probable elevation of the 
new station buildings and the arched 
roof, of 85 ft. 4 in. span, which will 
cover the platforms. The 
site of the station buildings 
and arcade is at _ present 
occupied by shops, but most 
of these will be re-housed in 
the new arcade and frontage. 
That work will be so 
arranged that the individual 
businesses will not be forced 
to close down, incidentally, 
the new frontage will be 
behind the existing shop 
fronts. Owing to the need 
for keeping the present traffic 
facilities in operation, it will 
be necessary to open the new 


reproduce 





station before work on the goods 
and car sidings can be started. 
In addition to the new station, 
the work includes a new ap- 
proach line—authorised in 1935 
—leaving the present line a 
short distance east of the exist- 
ing terminus and proceeding in 
a slight cutting. Work on this 





is in progress, and the ex- 
cavated material is loaded 
directly into motor lorries, 


which carry it to a shoot about 
a mile-and-a-quarter from the 
site. The daily output is ap- 
proximately 400 cu. yd., and 
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the total amount of material to 
be dug out and carted away is 
about 140,000 cu. yd. A bridge 
is being built to carry York 
Road over the new railway. 
Uxbridge was linked to London by 
rail as long ago as 1856, for in that 
year the G.W.R. line was extended to 
Vine Street station. This 24-mile 
branch was promoted locally without 
any assistance from the G.W.R., and 
the Great Western & Uxbridge Railway 
was incorporated on July 16, 1846. It 
was vested in the G.W.R. in the fol- 
lowing year, but for some seven years 
the plans hung fire, and it was not until 
September 8, 1856, that this branch 
from West Drayton to Uxbridge was 
On July 4, 1904, the Metro- 


opened, 


Sketch map showing sites of old and new 
London Transport stations at Uxbridge 


politan Line was extended from Harrow 
to Uxbridge, and this, of course, is 
the line for which the new terminus 
is now being built. At present both 
Metropolitan and Piccadilly Line trains 
of the London Passenger. Transport 
Board run through to Uxbridge from 
London. The tram service to Uxbridge 


was started in 1994, and 1921 saw the 
introduction of L.G.O.C. buses to link 
up the outlying villages. 






Probable elevation of new 
London Transport station 
in High Street, Uxbridge 
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British Locomotive Types—VII_ London Midland & Scottish Railway 


200 LB. PER 5Q. IN. 
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Class 7 F (ex-S. & D.) 
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British Locomotive Types—VII London Midland & Scottish Railway 
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*“* Lickey * Banking Engine 
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TOTAL WEIGHT IN WORKING ORDER=491.10C. 
HEATING SURFACE, TUBES 
LARGE AND SMALL... 967-5 SQ. FT. 
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TOTAL (EVAPORATIVE) ... 1,064-5_,, 
NO SUPERHEATER 
GRATE AREA as a nnn a 16:0 ,, 
TRACTIVE EFFORT (AT 85 PER CENT. B.P.) 20,830 LB. 
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Maximum WioTH oF ENGINE = 8.10” 

















March 26, 1937 









160 LB. PER SQ. IN. 
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Federal Railways reproduced above. 
dropped on to the 
as shown. 
steel sleepers. 


Relaying on the Collet System in Switzerland 





This increasingly popular mechanical method of relaying is well illustrated by the picture taken on the Swiss 
Lengths of track are assembled at a convenient depot, run out to the site, and 
prepared road-bed from gantries mounted on Diplory bogies running on temporary tracks 
The old track has first been picked up and moved forward, and the ballast moulded to receive the new 
One of the advantages of the Collet method of relaying is that only one line is occupied in the process 
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WHITEMETALLING IN RAILWAY SHOPS 


A new installation at Crewe works, L.M.S.R.; whitemetalling 
furnaces supplied by the Selas Gas & Engineering Co. Ltd. 


VERY important operation in railway shops is that of 
dealing with components requiring whitemetal sur- 
faces, and we reproduce herewith three illustrations* 

ta plant for the purpose which has recently been laid 
own in the Crewe works of the London Midland & Scottish 
Xailway. This plant is worked on progressive lines. In 
fig. 1 the operator is seen placing an  axlebox 





Fig. 1 


on a transverse roller gravity conveyor, which communi- 
cates directly with a slat conveyor. A swing jib crane 
fitted with an electric hoist is used for lifting the axlebox 
on to the transverse roller conveyor. The axleboxes are 
conveyed by the slat conveyor, which was supplied by 
W. & C. Pantin Limited, at a speed of 25 ft. per min. to 
three de-metalling furnaces, supplied by the Selas Gas & 
Engineering Co. Ltd. thus enabling the three different 
metals used to run into ingot moulds after melting, these 
moulds being placed at the rear of the furnaces. 

After being heated the components are conveyed to the 
whitemetallers, each of whom is responsible for certain 
classes of work. The components are withdrawn from the 
conveyor to the operator’s work bench, where they are 
whitemetalled, and on completion the work is replaced on 
the conveyor and transferred to the unloading end of the 
plant, which we also illustrate. Every worktable is pro- 
vided with a gas-heated metal melting furnace manufac 
tured by Brayshaw Furnaces & Tools Limited. There 

* By the courtesy of Mr. W. A Stanier, Chief Mechanical 
Engineer, London Midland & Scottish Railway. 


are ten of these furnaces, five on each side of the conveyor, 
and all are fitted with a thermocouple and recording pyro- 
meter to ensure that the metal is kept at the required tem- 
perature. This equipment was supplied by the Electroflo 
Meters Co. Ltd. 

It is necessary for certain components, such as connecting 
rod big end brasses, coupling rod bushes, and reversing 


\ rh, 


-Loading end of whitemetalling plant 


brackets, to be treated with a special soldering flux and 
then immersed in a special tinning bath, having a con- 
trolled temperature of between 250° and 275° C. After 
a short immersion they are withdrawn and mounted in a 
chill, after which the whitemetal is poured. An efficient 
ventilating system supplied by James Keith & Blackman 
Co. Ltd. forms part of this plant, and as the illustrations 
show, the furnaces, work benches, and metal melting fur- 
naces are fitted with hoods to ensure that fumes are 
exhausted. 

At the unloading end of the conveyor the work is in- 
spected by the man seen on the extreme left of the 
illustration, Fig. 2, and in addition the components are 
tested periodically for adhesion by an adaptation of an 
Izod impact method. The work eventually passes on to 
a stillage and is conveyed by a Lister elevating 2-ton petrol 
truck to the various departments to be machined. The 
remaining illustration (Fig. 3) shows clearly the work 
benches, Selas melting furnaces, and the application of 
ventilating equipment. 

All the furnaces, bearing metal pots, tinning baths, blow- 





Fig. 2 (right)—Delivery end of 


plant 


Fig. 3 (below)—General view of 
plant, showing work benches, melt- 
ing furnaces and 


ventilating 
equipment 
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pipes, and auxiliary burners are served with air-gas mix- 
tu ire supplied from a Selas patent automatic gas-and-air 
mixing apparatus, having a maximum capacity of 15,000 
cu. ft. of air-gas mixture per hr., of which volume 6,000 
cu. ft. will be town gas. The gas and air are automatically 
proportioned in the mixing apparatus, at a ratio of 40 per 
cent. gas to 60 percent. air. The small remaining volume 
of air to complete combustion is induced by natural 
draught action in the injectors fitted to the burners. The 
air-gas mixture is raised to a delivery pressure of 1 to 1} 
lb. per sq. in the positive rotary compressor forming 
part of the mixing apparatus, and is then supplied through 
one pipe line to the complete range of burners. A portion 
of the gas-and-air mixing apparatus is shown on the 
left hand side of Fig. 1. This machine is of the self- 
contained motor-driven type, and includes a 7}-h.p. electric 
motor and multibelt drive all mounted on a special bed- 
plate to form a complete unit. 

The two gas-fired de-metalling furnaces are shown in the 
foreground of the same illustration. Each furnace has a 
clear working chamber 7 ft. 6 in. wide by 3 ft. 0 in. deep 
by 3 ft. 2 in. to crown of arch, giving sufficient clearance 
for axleboxes of the largest sizes. The hearth of one fur- 
nace is divided back to front to give a hearth 4 ft. 6 in. 
wide on one side, and 3 ft. 0 in. wide on the other, per- 
mitting different grades of bearing metals of various axle- 
boxes to be kept entirely separate. Each furnace is of the 
direct-fired type, the burner equipment comprising two 
nozzle type burners on each side arranged to fire immedi- 
ately below the arch. The hearths are composed of sec- 
tional grids made from heat resisting metal, and steel 
chutes heated by auxiliary burners are fitted below the 
grids to conduct the reclaimed metal into ingot moulds 
at the back of the furnaces. The hot gases are drawn 
down through the grid hearths, over the chutes, and thence 
are exhausted by the main external flues at the rear 
of the furnaces. 

Each furnace has a pair of counter-balanced doors with 
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operating gear extended to convenient positions on the 
working side of the main conveyor belt. The doors give 
free access to the full width and depth of each of “the 
working chambers, and the charging and discharging of 
the axleboxes is greatly facilitated by the roller arrange- 
ment connecting the furnaces to the main conveyor. The 
average gas consumption under continuous working condi- 
tions is 800 cu. ft. per hr. per furnace, and the auxiliary 
burners used for heating the metal run-off chutes consume 
150 cu. ft. of gas per hr. per furnace. 

The gas-fired bearing metal pots, ten in number, are 
installed in the re-metalling section of the bearing metal 
shops. Each furnace is fitted with a special cast iron pot 
15 in. dia. by 15 in. deep, having a normal holding capacity 
of 5 cwt. of bearing metal. The furnaces are fired by means 
of Selas drip-proof nozzle type burners fitted below the 
pots, each burner having a single control valve by which 
correct maintaining temperatures are easily regulated. The 
bearing metal pots are clearly shown in two of the accom- 
panying illustrations. 

The two Selas gas-fired tinning baths consist of mild 
steel casings lined with refractory brickwork, and are pro- 
vided with mild steel baths sloped at one end to permit 
boxes of certain types to be easily dipped. The baths are 
heated by burners of special type, comprising central feed 
with a number of branches fitted with a series of multi- 
drilled nozzles. Both baths are fitted with Perfecta auto- 
matic temperature control equipment consisting of a heat 
detector immersed in the metal, and a gas flow control 
valve fitted at the inlets of the burners. 

All the ten re-metalling benches are provided with a 
Selas high temperature blowpipe with automatic gas shut- 
off valve to reduce the flame to a small jet as soon as 
the operative’s grip of the blowpipe handle is released. 
The blowpipes are used for surface heating the axleboxes 
prior to the fresh bearing metal being poured in, and for 
assisting in trimming off the metal in the final finishing 
stage. 








NEW BOGIE HOPPER WAGONS 
Built by Charles Roberts & Co. Ltd. for Imperial Chemical Industries Limited 


HE bogie hopper wagon illus- 
trated alongside is one of 
a contract placed with 
Charles Roberts & Co. Ltd., 
Horbury Junction, near Wake- 
field, by the Imperial Chemical 
Industries Limited. The vehicles, 
which are intended for the con- 
veyance of limestone, are of 43} 
tons. capacity, which, we believe, 
ranks them as the largest hopper 
wagons in this country. They 
are fitted with vacuum brakes, in 
addition to hand brakes, and 
have two large bottom doors 
operated by the builder’s patent 
closing device. The wagons have 
a length over buffers of 39 ft. 
5 in., and a distance between 
centres of bogies of 26 ft. The 
overall height is 11 ft., and over- 
all width of body 8 ft. 6in. ‘The 
approximate capacity of each 
wagon is 1,230 cu. ft., and the 
tare weight 22 tons 1 cwt. 3 qr. 
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The above vehicle, which ranks as one of the largest bogie hopper wagons in this 
country, has an approximate capacity of 1,230 cu. ft. 
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Noteworthy Engineering 
Work on the Vriog Cliffs 
near Barmouth 


(See article on opposite page) 


Left: The reinforced concrete but- 
tresses built on the Vriog cliffs 


Below: Protective works on the 
G.W.R. at Vriog cliffs, near Bar- 
mouth 
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NOTEWORTHY ENGINEERING WORK ON THE VRIOG CLIFFS 
NEAR BARMOUTH« 


By RAYMOND CARPMAEL, O.B.E., M.Inst.C.E., M.1I.Mech.E., 
Chief Enginer, G.W.R. 


{OUR years ago this month there occurred a serious 
I landslide originating some 100 ft. above the Great 

Western Railway, running beside the coast of 
Cardigan Bay between Aberdovey and Barmouth.t The 
illustration on the opposite page shows the particularly 
nteresting works that have now been constructed to 





The cliff face strengthened with masonry 


prevent, so far as is possible, a further landslide, or to 
minimise the effect of such an occurrence. 

The first protective work to be constructed was a 
massive sloping roof, carried by beams supported on 
columns spaced 15 ft. apart (centre to centre) about half- 
way down the cliff. The whole structure consists of re- 
inforced concrete founded on and anchored into the solid 
rock on both sides of the railway. Within the limits of 
this protection, no rocks or earth which may become 
loosened, whether above or below the road, can fall on 
to the railway, but will pass over it into the sea. Beyond 
this work, and mainly due to the lack of sufficient space 
on the sea side to provide a solid foundation for the 
piers, two different forms of protection were provided to 
give additional support to masses of rock, in the one case 
immediately below the road and, in the other, extending 
from a few feet above rail level to about half-way up to 
the road. 

The second protective work is also shown opposite. 


* Reproduced, by arrangement, from the Great Western Railway 


Vagazine, 
t See THE Rattway Gazette of March 10, 1933 


Owing to difficulty in obtaining solid foundation, it was 
necessary to commence the building of buttresses from 
the solid rock under the running line. These buttresses, 
constructed of heavily reinforced concrete keyed at 
intervals into the solid rock, were linked together by 
arches immediately below the defective rocks for which 
support was required, and carried as a slab right up to 
the road retaining wall. 

The third protective work is that shown in the illus- 
tration alongside. It was constructed of rubble stone 
masonry in cement, built round a heavy framework of 
old rails. It is believed that the sloping roof protection 
is the first example of its kind in this country, though 
works of a somewhat similar character but of lighter 
construction have been built as a protection against heavy 
snowfalls. 

During the construction of these works, the public road 
was diverted further away from the railway by cutting 
into the hillside, and a concrete kerb was provided to 
prevent heavy vehicles passing too closely to, and bring- 
ing excessive pressures upon, the wall on the railway 
side. The concrete buttress protection, though possibly 
not unique, presents several interesting features. These 
works appear to have effectively served their purpose. 








The Design of Illuminated Diagrams 


The illuminated track indicator diagram, introduced 
into Great Britain when electro-pneumatic signalling was 
installed for the electrification of the District Railway, has 
since become widely used in this and other countries, 
together with a modification in which eyeballs, or equiva- 
lent coloured indicators, take the place of lights where the 
latter are not convenient. The principle is the same in 
either case, however, namely to make the cabin diagram 
into a repeater of train movements as well as a plan of the 
layout, so that the signalman makes constant use of it, 
instead of hardly ever consulting it, as was formerly the 
case. It should be noted that it was the practice in 
France to repeat the positions of signals on signal box 
diagrams, and of points, too, in the case of route lever 
working, before track circuits were used there. Opinions 
have differed as to the best form for illuminated diagrams, 
some favouring strip lighting of the track circuit sections, 
others spot lights, while in recent years the method of 
having the latter coloured red and lighted to show “‘ track 
occupied,’’ the reverse of earlier practice has found much 
support. We think it makes the indications more arrest- 
ing and helpful to the signalman, and will be generally 
preferred in the course of time. It is a mistake, however, 
to make the lights too bright, as that is very tiring to the 
eyes when attention has to be kept on them for long 
periods. Violet lights might be better than red, and are 
used in some countries. A tendency seems to have arisen 
of late to make the diagrams look like scale plans, with 
parallel tracks set so close together that it is hard to dis- 
tinguish on which a light is showing, and where the track 
circuit divisions are. In this respect the older types, with 
a considerable distortion, in the vertical scale at least, 
seem to us much better and more serviceable to the signal- 
man. 
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R.M.S. *“* Queen Mary ”—First Call at Plymouth 


~ ee ae 


—, 


R.M.S. “Queen Mary’’ attended by three G.W.R. tenders for the disembarkation of passengers, mails, and baggage, 
lying in Cawsand Bay, Plymouth 


{erial pictures] (Gill, Plymouth 
The first of the two G.W.R. Plymouth-London specials for “* Queen Mary’ passengers, with ocean mail van, near 
Brent after ascending Hemerdon bank with assisting engine (see article on page 550 of last week’s issue) 
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RAILWAY 


PERSONAL 


Mr. A. W. Harty has retired from 
ie «position of Chief Mechanical 
Engineer, Great Southern Railways, 
reland, and has been succeeded by Mr. 
E C. Bredin, formerly Works 
Manager, Inchicore (Dublin). 

Mr. Harty is a native of Cork, was 
educated at the Queen’s Collegiate 
School in that city, and obtained a 





Mr. A. W. Harty, 


Chief Mechanical Engineer, Great Southern 
Railways (Ireland) 1932-37 


scholarship, and subsequently two ex- 
hibitions and a gold medal for mathe- 
matics. In October, 1894, he became 
apprenticed in Cork, but completed his 
apprenticeship at Inchicore under Mr. 
Ivatt, then Locomotive Engineer, Great 
Southern & Western Railway. After 
some years in various positions, Mr. 
Harty was appointed Locomotive 
Works Manager at Limerick in March, 
1904, and was promoted to be District 
Locomotive Superintendent at Water- 
ford some four years later. In 
November, 1911, he was transferred to 
Limerick in a similar capacity, and in 
December, 1916, became Chief District 
Superintendent of the Limerick and 
Waterford Districts. On the amalga- 
mation of the Free State railways, Mr. 
Harty was specially selected for the 
position of Running Superintendent of 
the whole of the Great Southern Rail- 
ways, and in May, 1932, was promoted 
to be Chief Mechanical Engineer, the 
position from which he has now retired. 


Mr. J. N._ Phillipps, who, as 
announced in our issue of March 12, 
has been appointed Operating 


Manager, Scotland (Glasgow), L.M.S.R., 
was educated at St. Paul’s School, and 
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entered L.N.W.R. service as a 
probationer in 1905. After training at 
various stations in the London area, 
he was attached to the District Super- 
intendent at Euston, Mr. (afterwards 
Sir) Herbert Walker, the present 
General Manager of the Southern Rail- 
way. In 1911 Mr. Phillipps became 
Outdoor Assistant to the District 
Superintendent at Liverpool, and, in 
1913, Outdoor Assistant at Man- 
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NEWS SECTION 


Mr. J. Smith, who, as announced in 
THE Rattway Gazette of March 12, 
has been appointed District Goods and 
Passenger Manager, Edinburgh, 
L.M.S.R., joined the former Caledonian 
Railway in 1901 as a clerk in the Audit 
Department. After experience in 
various passenger sections, he was ulti- 
mately placed in charge of the Season 
Ticket Section. In 1913 he was trans- 
ferred to the Rates, Fares, and 





Mr. J. N. Phillipps. 


Appointed Operating Manager, Scotland 
(Glasgow), L.M.S.R. 


chester to the Superintendent of the 
Line. He was one of the three officers 
selected for the L.N.W.R. operating 
unit in the war, and, going overseas in 
1915, was in France and Belgium until 
after the end of hostilities. After 
demobilisation in 1919, Mr. Phillipps 
was appointed Outdoor Assistant to the 
Superintendent of the Line at Crewe. 
Before being appointed in 1931 to the 
position of Assistant General Super- 


intendent (Northern Division), later 
known as Assistant Operating 
Manager, Scotland (Glasgow), from 


which he is now’ promoted, Mr. 
Phillipps held the following posts: 
1920, Assistant District Superintendent, 
Manchester; 1922, Assistant District 
Traffic Superintendent, Chester; 1925, 
Assistant Divisional Controller, Crewe 
Division; 1928, District Controller, 
Rhyl (office subsequently removed to 
Chester); 1929, Divisional Controller, 
Passenger Services, Crewe; and 1930, 
Assistant Divisional Superintendent of 
Operation, Crewe. Mr. Phillipps was 
elected a Fellow of the Royal Geo- 


graphical Society in 1916, and is a 
nephew of the late Mr. William 


Douglas Phillipps, who was an assistant 
to G. K. Brunel at the time of the 
construction of the Great Eastern. 


Mr. J. Smith, 


Appointed District Goods and Passenger Manager, 
Edinburgh, L.M.S.R. 


Excursion Section of the Office of the 
Superintendent of the Line. When the 
L.M.S.R. was formed as a result of 
the grouping in 1923, Mr. Smith was 
appointed Passenger Rates Clerk in the 
Office of the Passenger Commercial 
Superintendent at Glasgow. In the 
following year he was promoted to be 
Chief Clerk to the Passenger Com- 
mercial Superintendent, and in 1929 
was mainly engaged on matters con- 
cerning the development of road trans- 
port. It was in February, 1930, that 
Mr. Smith was appointed Assistant 
Divisional Passenger Commercial 
Superintendent, Glasgow (subse- 
quently Assistant Divisional Passenger 
Manager), in the Chief General Super- 
intendent’s Department. In November, 
1932, on the amalgamation of the 
Goods and _ Passenger Commercial 
Departments at Glasgow, he was 
appointed Assistant to the Commercial 
Manager (Passenger), Scotland, the 
position from which he is now promoted 
to be District Goods and Passenger 
Manager at Edinburgh. 


INDIAN RaILway STAFF CHANGES 
Mr. H. D. Furley, Chief Operating 
Superintendent, N.W.R., has been 
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Right: Helsingfors railway 
station, an example of the 
Nationalist school of Finnish 
architecture which flourished 
from 1905 practically until the 
war. It was designed by Eliel 
Saarinen, and, with the nearby 
Parliament House, forms one 
of the architectural sights of the 
culy 
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Left: A train on the Clogher Va! 
Railway, in County Fermanagh, ha: 

by a tramway-type enclosed steam |) 
motive. In many parts the line ru 
alongside the public road as seen in tii; 
picture. The line, which is of 3-ft. gau 
is 37 miles long, and was opened 

May 2, 1887. It thus attains its jubi 
this year, but, as announced in our iss 
of January 15, the Government of Trel: 
has decided to take over the railway «a 
close it 





Left: A Morris Commercial mail van 
mounted on flanged wheels for running on 
the South Australian Government Rail- 
ways between Wolseley and Mount 
Gambier. Having a top speed of 60 
m.p-h.. it has been introduced to improve 
mail and newspaper services 
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granted 9} months’ leave preparatory 
to retirement, as from March 30. 

Lt..Col. R. E. Gordon, R.E., 
officiating Deputy Agent, Organisation, 
N.W.R., has been granted 74 months’ 
leave, as from March 9. 

Mr. C. C. T. Brereton, M.B.E., 
Divisional Superintendent, N.W.R., 
has been granted 28 months’ leave pre- 
paratory to retirement, as from April 3. 

Mr. A. Cornish, Superintendent 
Mechanical Workshops, N.W.R., has 
been granted 64 months’ leave, as from 
March 18. 

Mr. S. C. Das Gupta has been 
appointed to officiate as Director, 
Railway Clearing Accounts Office, as 
from February 5. 


Mr. H. Howe, officiating Deputy 
\gent, has reverted to his substantive 
ippointment as Deputy Chief 
Engineer, E.I.R., as from _ Feb- 
ruary 1. 





We regret to note the sudden death 
of Mr. Sidney Townend Batley, 
Director of Greenwood & Batley 
Limited, engineers. 

Mr. Ian Samuel Osborn, a Director 
of Samuel Osborn & Co. Ltd., whose 
death we announced in our issue of 
January 1, left estate valued at £19,535 
(£16,690 net). 





Maj.-Gen. The Rt. Hon. Sir Frederick 
H. Sykes, P.C., K.C.B., and Mr. F. J. 
Pascoe have joined the board of G. D. 
Peters & Co. Ltd. 


Following the transfer of controlling 
interests in Craven Bros. (Manchester) 
Ltd., Maj.-Gen. G. P. Dawnay, Miss 
M. E. Craven, Mr. H. E. Carter, Mr. J. 
Hawson, Mr. B. Irving, and Mr. F. 
W. Reed have retired from the board. 
Mr. T. A. Macauley, Lt.-Col. J. T. C. 
Moore-Brabazon, and Mr. W. A. Phillips 
were elected directors. 





We note with regret the death on 
March 12, at Isleworth, of Mr. Fred 
Maddison, Secretary of the Interna- 
tional Arbitration League since 1929. 
Mr. Maddison, who was born at Boston, 
Lincolnshire, in 1856, spent a long and 
active career as a_ trade’ union 
organiser, and at one time was Editor 
of The Railway Review, the official 
organ of the Amalgamated Society of 
Railway Servants (now National Union 
of Railwaymen). 


ELtcricn OF DrREcTORS, GREAT 

SOUTHERN RaILWays (IRELAND) 

In accordance with the terms of the 
Railway Act of 1933, every director 
of the company elected, holds office 
for three years from the date of his 
election. When the Act came _ into 
operation the number of directors was 
fixed at seven. Of these two held 
office for one year, two for two years, 
and the remaining three for three years. 
At the end of the first year the two 
directors who were appointed were re- 
elected for three years, and the same 
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circumstances prevailed with the two 
who were elected for two years, thus 
every year there must be an election 
for two or three directors. This year 
the retiring directors: Sir Walter 
Nugent, Bart. (Chairman), the Rt. Hon. 
James MacMahon, and Dr. Lombard 


~Murphy had held office for three years 


since their last election and were re- 
elected, having polled over 15,000 votes 
each. Mr. Treacy, of Cork, who 
otfered himself as a candidate at the 
previous election as well as this, secured 
only 1,178 votes. 

The election is held by means of a 
postal voting scheme, in which ballot 
papers have to be posted or delivered 
to the returning officer appointed on 
behalf of the company. The company 
has to furnish to its shareholders the 
ballot papers, and with each sends. an 
identity form. When nomination has 
taken place, and the ballot papers and 
forms have been received back, they 
are counted by a staff working im- 
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mediately under the supervision of the 
returning officer. Our Irish correspon- 
dent comments that this entails an 
elaborate arrangement for a short period 
and considerable expense when there 
is opposition to the retiring directors. 
There is no restriction, beyond the 
holding of the requisite shares, to pre- 
vent any shareholder offering himself 
as a candidate. In this case the elec- 
tion had to be held as Mr. Treacy, of 
Cork, was a candidate, although he 
secured less than 8 per cent. of the 
lowest number of votes polled by the 
outgoing directors. Had there been no 
opposition the expense to the company 
would have been avoided. 


We join with the many friends of 
the Rt. Hon. H. G. Burgess, General 
Manager of the L.M.S.R. from 1924 to 
1927, in congratulating him and Mrs. 
Burgess upon the celebration of their 
golden wedding on March 17, St. 
Patrick’s Day. 








NOTES AND 


Bruce Peebles Changed London 
Address.—As from March 22, the 
address of the London office of Bruce 
Peebles & Co. Ltd., Edinburgh, is 
Aldwych House, Aldwych, London, 
W.C.2; telephone number Chancery 
7491. The telegraphic and cable 
addresses remain unchanged. 

New L.M.S.R. London Area Sta- 
tion.—A new passenger station is to 
be provided by the L.M.S.R. at Apsley, 
between King’s Langley, and Hemel 
Hempstead and Boxmoor stations, on 
the main line from Euston. The new 
station will be served by the outer 
suburban trains from and to Bletchley, 
Tring, &c. 

Coronation Naval Review, Spit- 
head.—The L.N.E.R. steamers Vienna 
and Amsterdam are to make a cruise 
from Harwich to Spithead for the Coro- 
nation Naval Review in May. This 
will enable many members of the public 
to be present who would not otherwise 
have a chance of witnessing the event 
The vessels will leave Parkeston Quay 
Harwich, at about 6 p.m. on Wednes- 
day, May 19, and arrive at Spithead the 
following morning ; it is expected that 
both will be permitted to steam round 
the assembled fleet. They will subse- 
quently take up pre-arranged anchor- 
ages. On May 21, the itinerary pro- 
vides for a cruise round the Isle of 
Wight and then back to Harwich, which 
will be reached early on Saturday. 

Mr. Clayton at the Railway Club. 
—Mr. J. Clayton, of the Southern 
Railway, lectured at the monthly 
meeting of the Railway Club on March 
11 on the modern locomotives of the 
Southern Railway. Mr. Clayton out- 
lined the policy of the Chief Mechanical 


Engineer, pointing out the standard 
features which are embodied in all 
designs. Referring to designs for more 


powerful types, the many restrictions 
of size and weight were described. The 
speaker then dealt with improvements 
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to locomotive types existing at the 
amalgamation, including the Urie 4-6-0 
engines which became the famous 
“ King Arthur ’’ class. All types built 
since the amalgamation were also 
described. In conclusion, Mr. Clayton 
stressed his view that steam still pro- 
vided the best motive power. The 
paper was illustrated by an excellent 
series of lantern slides showing all the 
locomotive types described, as well as 
contemporary express locomotives of 
the other three main-line railways of 
Great Britain. 

New Attractions at Bekonscot.— 
The Bekonscot miniature village and 
railway at Chiltern Lodge, Beaconsfield, 
has received numerous additions during 
the winter, among them being a 600 sq. 
ft. county club with adjoining aero- 
drome, tennis courts, and golf course ; 
and a model of the proposed G. K. 
Chesterton memorial church for Beacons- 
field. It is hoped to run trains on the 
railway for the first time this year on 
Good Friday, after which they will be 
in operation every Sunday and bank 
holiday, and on the first Saturday in 
every month. 

Trans-Saharan Locomotive De- 
sign.—Henschel & Sohn A.-G., of 
Kassel, Germany, has prepared a design 
for a 4-6-2 steam locomotive with a 
condensing tender suitable for use on 
the Algeria-Timbuctoo section of the 
proposed Trans-Saharan Railway. Based 
on the Reichsbahn 4-6-2 engines of 
Series 03, the Henschel locomotive has 
an estimated weight of 116 tonnes plus 
a 12-wheeled 100-tonne condensing 
tender. It is claimed that such a loco- 
motive could haul a train of 885 tonnes 
at 55 m.p.h., and that the 25 tonnes of 
oil fuel and 2,650 gal. of water carried 
would be sufficient for the run of 1,060 
miles. The design of the condenser is 
to be suitable for dealing with 12 tonnes 
of exhaust steam an hour with an 
ambient temperature of 112 deg. F, 
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RAILWAY AND OTHER MEETINGS 
Isle of Man Railway Company 


[he 67th annual general meeting of 
the Isle of Man Railway Company was 
held in the Company’s offices, Douglas, 
on Wednesday, March 3, Mr. J. W. 


Hyde (Chairman of the Company) 
presiding. 
The Chairman, in moving the 


adoption of the report and accounts, 
said that the profit on working account 
was approximately the same as in 1935, 
the figures being £10,631 against 
£10,745, showing a decrease of £114, 
a result which was satisfactory having 
regard to the difficult circumstances 
under which it was achieved. Possibly 
no company in the Island was more 
adversely affected by a wet summer 
than this company. The past summer 
was the _ wettest 1888. Their 
experience last season emphasised the 
need for transport facilities to make the 
railway station conveniently accessible 
in wet weather to visitors from the 
promenades and up-town districts—a 
handicap which he hoped would be 
removed. 


since 


Passenger revenue amounted — to 
£32,247, compared with £33,290, a de 
£1,043, for which the wet 
Up to 


crease of 


season was entirely responsible. 


last year passenger revenue had shown 
a progressive increase since 1932. 
Parcels traffic, amounting to £5,217, 
showed an increase of £53, and mer- 
chandise, minerals, &c., amounting to 
£9,879, showed a decrease of £118. 
There was an increase of 1,697 tons in 
weight carried, the figures being 44,869 
tons in 1936, as against 43,172 in 1935, 
but it was principally in the lowest 
rated and less profitable traffics, such as 
bricks, stone, sand, &c. 

The Chairman then said that he had 
referred last year to the indiscriminate 
use of motor lorries in the Island, and 
the uneconomic competition which 
resulted in regard to the lighter and 
more easily handled classes of traffic. 
[he position was such that it was often 


impossible to secure traffic of this 


nature on an economic basis. A Road 
Traffic Amendment Bill had recently 
been circulated, but while this was 


intended to bring the Island into line 
with England in other respects, and 
included amendments from a 
quent English Act of 1934, no provision 
had been made for the regulation and 
control of goods vehicles as contained 
in an English Act of 1933. 


subse 
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Rents, amounting to £1,214, showed 
an increase of £185. This included 
some arrears and also the result of t! 
working of Glen Wyllin, which 


been successful, notwithstanding 
wet season. 
Total expenditure amounted 


£38,536, showing a decrease of £8! 
Every pound spent’ was. allo 
approximately in the following way 
Salaries and wages, 10s. 8d.; 
Is. 53d.; other materials, 1s. 2d.; ratcs 
and sundry items, Is. 2d.; reserve 
renewal, S5id.; carry forward, 6 
debenture interest, 2s. 7d.; and sh 
dividends, 2s. Salaries and wa 
accounted for more than 50 per cent. of 
the expenditure. Certain trade uni 
demands were made on the compa 
last year, and after negotiations 
settlement was reached which wou 
normally have meant an appreciabl 
increase in expenses. Because of the 
increased costs and the exceptional! 
bad weather conditions during th: 
season, it was necessary for some special] 
economies to be effected during th: 
winter months. Their relationship with 
the staff was on a most cordial basis 
and he would take this opportunity of 
paying tribute to the zealous and 
efficient manner in which they dis 
charged their duties in these trying and 
difficult days. 

The report was adopted. 











Aerial photo] 


[Keystone 


Floods, which have now superseded blizzards in many parts of the couniry, are particularly serious in the Fen district 


of Cambridgeshire. 


prevent inundation of thousands of acres. 


There work has been going on night and day in the endeavour to keep the dykes from bursting and 
Above is an aerial view showing a train on the L.N.E.R. near Welney. 
in which village the main street was 6 ft. under water 
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The L.N.E.R. versus the Elements 


During the recent storms 2,000 of 
e L.N.E.R. outdoor staff did little 
se than fight the elements in an en- 
avour to keep traffic moving. In 
his they succeeded. Snowfalls of excep- 
mal weight and duration and floods 

land, together with storms at sea, 
all did their worst to close down com- 
nunications. Through all this severe 
eather the L.N.E.R. maintained a full 
rvice of trains. Snow ploughs and 
anual labour had to be in constant 
use in freeing the lines in the Border 
uunties, in County Durham, and in 
ie Pennine district between Manchester 
ind Sheffield, from snow which in some 
ises accumulated in drifts of over 9 ft. 
deep. Various important communities 
and industrial centres would have been 
completely isolated had it not been for 
the efforts of the railwaymen to keep 
the lines clear arid the determination of 
the L.N.E.R. to keep traffic moving, as 
in many cases all other forms of trans- 
port have been at a standstill. 

From Thursday, March 11, a special 
passenger service was organised on 
the Hexham—Allendale line, which is 
normally closed for passenger traffic. 
This was arranged owing to the roads 
serving the district being completely 
blocked, and without this special rail- 
way service the inhabitants of this 
district would have been cut off from 
communication with the rest of the 
country and would have received no 
newspapers, no letters, and no fresh 
supplies of food. At the week-end, 
March 13-15, all roads between New- 
castle and Glasgow and Edinburgh 
became completely snowbound, and a 
motorbus between these points was 
unable to make progress beyond Ber- 
wick. Its passengers were there trans- 
ferred to the L.N.E.R. train in order 
to complete their journey on to destina- 
tions. On Saturday, March 13, when 
this occurred, the Flying Scotsman 
arrived in Edinburgh three min. early. 

In the Cleveland district of Yorkshire, 
visitors to Scarborough, Whitby, and 
Danby from Newcastle and Middles- 
brough found themselves unable to 
return by bus owing to the road services 
being cancelled. The L.N.E.R. made 
special arrangements so that these 
people could exchange the return halves 
of their bus tickets for railway tickets 
and so return to their homes in comfort 
by rail. By reason of the strenuous 
efforts made to overcome the snow, 
the L.N.E.R. was able to deal in 
the normal manner with its normal 
traffic, and also coped _ successfully 
with large quantities of extra traffic 
which weather conditions had _ been 
instrumental in diverting to rail as the 
only transport available. A Hull trawler 
was forced out of its course by stormy 
weather and had to put into Aberdeen 
instead of Hull. It landed its catch of 
200 tons of herrings, which the L.N.E.R. 
arranged to send forward to Hull by 
special fish train. At Kirkcaldy 225 
tons of linoleum which would normally 
have passed by sea to Newcastle, Hull, 
Leeds and London, were dispatched 


Rher-m 


by rail. Owing to storms at sea, 40 tons 
of whisky for Hull and 50 tons of jute 
for Newcastle were carried by the 
L.N.E.R. from Dundee, together with 
120 tons of ale—Montrose to Newcastle 
which usually passes by steamer. 

It is, however, in the Border Counties 
that snow has perhaps played the 
greatest havoc with communications. 
In order to ensure regularity of milk 
supplies the L.N.E.R. arranged for 
special stops to be made by passenger 
trains at Stow (for Edinburgh), and 
Longtown (for Hawick). The distribu- 
tion of ale by road motor from Edin- 
burgh to Galashiels, Hawick, and Selkirk 
has been completely at a standstill, and 
the L.N.E.R. was called upon to 
perform the task. Similarly, margarine 
from Duddingston creamery to Sunder- 
land and Stockton, beer from Dudding- 
ston to Motherwell, and iron castings to 
the tune of 30 tons from Falkirk to 
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various destinations south of the Bor- 
der, were all transferred to rail. At 
the week-end the roads were so bad 
that 24 wagons of fish traffic, totalling 
988 boxes, which normally passes by 
road from Grantham to Glasgow, were 
taken over by the L.N.E.R. services. 
The story has its human side as well : 
in Aberdeen four private funeral parties 
going to local places north of the 
‘‘ Granite City ’’ found themselves unable 
to proceed in the normal manner by 
road, and arrangements were speedily 
made whereby the various cortéges were 
able to proceed by rail. In one case, 
namely, Ballindalloch, the L.N.E.R. 
even provided a motor lorry to take the 
cortége to the cemetery. 

Floods succeeded snowstorms in some 
parts of the country, and the illustra- 
tion opposite gives an idea of the 
arduous conditions under which the 
company has had to maintain trans- 
port facilities in the seriously affected 
Fen district. 








PARLIAMENTARY 


Southern Railway Bill 

Further evidence was given on 
Thursday, March 18, before a Select 
Committee of the House of Commons, 
in support of the proposal by the rail- 
way company to remove a portion of a 
boundary wall in Buckingham Palace 
Road, so that the site can be leased 
to Imperial Airways Limited for its new 
headquarters. 

Mr. G. S. Szlumper, Assistant General 
Manager, Southern Railway, said that 
the proposal would ease the taxicab 
situation in Hudson Place. The 
accommodation provided for cabs at 
Victoria was for 203 compared with 59 
at Liverpool Street. 

Mr. A. Tripp, Assistant Commissioner, 
Metropolitan Police, submitted a 
scheme for easing the taxicab situa- 
tion, which Mr. Wrottesley, K.C., for 
the petitioners, considered did not alter 
their case. 


Mr. Frank Pick, Vice-Chairman, 
London Passenger Transport Board, 
strongly opposed the suggestion to 


make more room for taxicabs in Victoria 
station forecourt by withdrawal of the 
buses. 

On Friday Mr. Wrottesley, K.C., 
in addressing the committee on behalf 
of the petitioners, the Duke of West- 
minster and his tenants, said that he 
would be satisfied if the committee in 
proving the Bill would require the 
promoters to acknowledge the inade- 
quacy of the taxi rank facilities at 
Victoria station, and give an under- 
taking that steps would be taken to see 
what could be done to remedy the 
situation. Evidence was then sub- 
mitted on behalf of the Duke’s estates, 
his tenants, and the taxi men serving 
Victoria station. Sir Walter Monkton, 
K.C., and Mr. Tyldesley Jones, K.C., 
cross-examined the witnesses, and Sir 
Walter, in concluding the case for the 
promoters in a brief speech, protested 


strongly against the suggestion that the . 


railway company should be put under 


NOTES 


any such obligation as was suggested by 
Mr. Wrottesley. Mr. Brocklebank, 
chairman, announced that the decision 
of the committee was that the Bill was 
proved. 








G.W.R. (London) Musical 
Society’s Concert 


On Friday last, March 19, members of 
the G.W.R. (London) Musical Society, 
augmented by the Swindon Choir and 
Orchestra, presented their annual smok- 
ing concert at the Queen’s Hall, London, 
and provided an excellent evening’s 
entertainment. Lord Palmer, the 
President of the society, was in the 
chair, a position he has occupied at these 
concerts without intermission since they 
were transferred in 1920 from the 
general meeting room at Paddington to 
Queen’s Hall. Others present included : 

Sir Robert Horne, Sir Ralph Cope, the Hon. 
E. C. G. Cadogan, the Mayor and Mayoress of 
Paddington, the Mayor and Mayoress of Swin- 
don, Dr. Cavendish Fuller, Messrs. A. W. 
Jaldwin, G. F. Boxall, F. C. A. Coventry, C. R. 
Dashwood, F. R. E. Davis, Cvril E. Lloyd, and 
F. R. Potter. 

The first part of the programme con- 
sisted of selections from Edward Ger- 
man’s ‘‘ Merrie England,’’ under the 
conductorship of Mr. W. H. Reed. The 
250 members of the massed choirs and 
orchestra are drawn entirely from the 
ranks of the company’s staff and employ 
no professional assistance excepting for 
soloists. On Friday last the solo parts 
were excellently rendered by Miss Olive 
Groves (soprano), Miss Freda Townson 
(contralto), Mr. Webster Booth (tenor), 
and Mr. Raymond Newell (baritone). 
The remainder of the programme com- 
prised songs by these artists which were 
enthusiastically received. A grand finale 
was provided by the chorus “ It cofnes 
from the misty ages,’’ by Edward Elgar, 
which was performed with precision and 
enthusiasm. The whole programme fully 
maintained the high standards set by 
previous performances. 
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THE MONTH’S 


Fruit-growers’ Transport Facilities 

Lewis and Southern Railway Co. 
Vol. 25 Railway & Canal Traffic Cases, 
p. 18. 

The appellant in this case had an 
‘A’ licence in respect of two motor 
vehicles. In March, 1935, he applied 
for a ‘‘B”’ licence and asked to be 
allowed to use a 3-ton vehicle instead 
of a 30-cwt. vehicle under his “‘ A’’ 
licence, and this was issued to him. In 
March, 1936, he applied for a new 
licence to carry for hire or reward 
‘* fruit to London railway stations and 


markets,’’ in addition to building 
materials which he was already author 
ised to carry. He was granted a 


licence to carry building material, but 
not to carry fruit to London railway 
stations and markets. 

In evidence the appellant stated that 
he had carried no fruit since 1935 
because there was none to be carried 
owing to the bad season. The respon- 
dents, who opposed, proved that there 
were special trains for carrying fruit 
from Wrotham to London, with a 
Wrotham collection and delivery ser- 
vice. In the case of growers at Malling 
and East Farleigh the tribunal was 
satisfied that there were suitable facili- 
ties provided except for late pickers, 
who were provided for sufficiently by 
the Wrotham service to London. 

The general principle to be learnt 
from the case is that regard must be 
had to facilities for collection and 
delivery. If there were no reasonable 
facilities for carrying the fruit to and 
from terminal railway stations, that 
would be a ground for granting or ex- 
tending a licence. But if the result 
would be to duplicate the service or to 
render it in excess of the requirements 
of growers in the district, such applica- 
tions would be refused. 


Ticket Conditions in Carriage by 
Air 


Fosbroke Hobbs v. Airwork Limited. 
1937. All Eng. Rep. 108. 

The unfortunate accident in July, 
1935, at Heston Airport, when an aero 
plane crashed on its way to the Naval 
Review and the passengers were killed, 
was the subject of litigation in this 
case. The action was brought under the 
Fatal Accidents Act by the widow of 
one of the passengers against the 
owners of the airport and the owners 
of the aeroplane. The owners of the 
airport were released from liability, as 
Mr. Justice Goddard held that no 
action would lie against them. As re- 
gards the other defendants, he held 
that the pilot was guilty of negligence, 
and that the employers were prima 
facie responsible. The interest in the 
case from the point of view of the rail- 
way companies lay in the defence that 
by the conditions of the ticket or 
‘special charter,’’ as it was called, 
these defendants were exempted from 
liability for their own or their servants’ 
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negligence. There had been some corre- 
spondence beforehand, as to the hiring 
of the plane, but this related only to 
the price of carriage and the time to 
be occupied in flying over to the re- 
view. What happened was that as the 
party was getting into the plane, the 
pilot handed to Mr. Vickers, who had 
chartered it, an envelope containing 
the ticket. He was supposed to sign it 
and return it to the company’s officials. 
But before he could study it, the aero- 
plane started away and the disaster 
happened. 

The rule as to ticket conditions is the 
same in all forms of transport, that in 
order to be binding, they must be 
‘communicated ’’’ to the passenger. 
If it had been an ordinary journey by 
air liner it might have been held, as on 
a train journey, that the passenger 
must expect that the ticket contained 
conditions, and that in accepting the 
ticket he was bound by them. But 
this was a special plane hired by the 
party, after previous correspondence, to 
take them to the naval review, and the 
passenger could not be expected to 
know of the existence of conditions in 
such a contract. In the course of the 
case the learned Judge cited with ap- 
proval passages in certain railway cases 
on the subject. 


Railway Ticket Conditions 

Thompson v. Midland & 
Scottish Railway (1930) 
1 K.B. 703. 

The main passage referred to in the 
aeroplane case will be found in the 
judgment of the Court of Appeal in 
Thompson's (above), and_ this 
again is taken from the judgment of 
Mr. Justice Swift in Nunan v. Southern 
Railway Company (1924) I KB. 223. 
It reads: I am of opinion that the 
proper method of considering such a 
matter is to proceed upon the assump- 
tion that where a contract is made by 
the delivery by one of the contracting 
parties to the other of a document in 
a common form, stating the terms upon 
which the person delivering it will 
enter into the proposed contract, such 
a form constitutes the offer of the party 
who tenders it, and if the form is 
accepted without objection by the 
person to whom it is tendered this 
person is as a general rule bound by its 
contents and his act amounts to an 
acceptance of the offer to him whether 
he reads the document or otherwise 
informs himself of its contents or not, 
and the conditions contained in the 
document are binding upon him.’’ 

It is a matter of interest that 
counsel for the defendants urged upon 
the Court in the aeroplane case that, 
in view of the special risk attaching 
to travel by air as compared with other 
methods of travel, the ordinary doctrine 
(res ipsa loquitur) as to proof of 
negligence ought not to apply against 
the carriers. But Mr. Justice Goddard 
pointed out that railways were just as 


London 


Company. 


case 
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great an innovation when they took th, 
place of the stage coach as aeroplat S 
are today, and the Courts found yo 
difficulty in applying in the year 1844 
the same doctrine in the case of rai] 
ways that had been formerly applied 
to stage coaches: Carpue v. London 


Brighton Railway Company (1844) 

5 Q.B. 747. 

The Coal Merchant’s Lorry 
Southern Railway Co. v. Lamb 


Vol. 25 Rly. and Can. Tr. Cas. p. 24 

The coal hawker’s business is a 
seasonal business which lasts from Se, 
tember to April, and to it special con 
siderations apply. In Southern Rail 
way Company v. Lambert the tribunal 
was of opinion that a coal merchant 
who carries on a genuine business and 
requires a motor vehicle in connection 
with it should be granted a ‘‘ B 
licence and that he should be able to 
use his vehicle in the off season for 
carrying goods for hire or reward. But 
he must show that the vehicle cannot 
be economically used otherwise, and 
that he intends so to use it only during 
the off season, and not so as to enter 
into wasteful competition with other 
carriers. It should be observed that 
this concession does not extend to 
persons who carry on a class of seasonal 
business other than coal. 


Trial By Jury 

Hope v. Great Western Railway 
Company. The Times, February 9. 

The company here raised the ques 
tion as to a plaintiff’s right to a trial 
by jury since the passing of the 
Administration of Justice (Mis 
cellaneous Provisions) Act, 1933, in the 
case of an action for damages for 
personal injuries. The plaintiff was 
here suing for injuries sustained owing 
to a fall from the platform at 
Claverdon station due to ice on Decem 
ber 5, 1935. She alleged negligence in 
not putting down sand or cinders, and 
the company alleged contributory 
negligence. The master ordered a trial 
by judge and jury, and the company 
on appeal argued that a plaintiff (since 
the above Act in 1933) was not entitled 
to demand trial by jury unless some 
special reason was shown why the case 
should not be tried by a judge alone. 
The Court of Appeal, however, decided 
that the granting of a jury was still a 
matter entirely within the Court’s (i.e., 
the Master or Judge’s) discretion; and 
it was not necessary for a plaintiff to 
show special cause before an order for 
trial by jury could be made. 








BLackBoy TUNNEL, ExeTerR.—The 
work of providing a concrete paving 
under the tracks through Blackboy 
tunnel at Exeter, Southern Railway, is 
now in hand, and single-line working 
is in force through the tunnel until the 
work is completed—about Whitsuntide. 
A temporary signal box has been estab- 
lished at both ends of the tunnel for 
controlling the traffic and the electric 
train tablet working. 
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RAILWAY AND OTHER REPORTS 


Canadian National (West Indies) 
Steamships Limited.—This company 
reports for the first time in its history, 
i surplus, earned after meeting interest 
mn the bonded indebtedness held by the 
public. This surplus amounted to 
$87,398, against a deficit of $269,969 
in the previous year. 

Tynemouth & District Transport 
Co. Ltd.—tThe revenue for 1936 of this 
company (controlled by the Northern 
General Transport Co. Ltd., which is 
controlled jointly by the L.N.E.R. and 
British Electric Traction Co. Ltd.) was 
£78,483, compared with £77,068 for the 
previous year. Expenses (including 
£7,030 for renewals) amounted _ to 
£64,703, leaving a balance of £13,780, 
which, after adding £4,472 brought in, 
gives a total of £18,252. The sum of 
£5,474 is placed to reserve, the preference 
dividend takes £1,525. and the 10 per 
cent. ordinary dividend takes £4,641, 
leaving {£6,612 to be carried forward. 
The reserve account of £16,724 has been 
applied to writing down the goodwill to 
£50,000. Mr. T. Hornsby has resigned 
from the board, and Mr. C. M. Jenkin 
Jones has been appointed a director to 
fill the vacancy. 


West Yorkshire Road Car Co. 
Ltd.—This company, which is controlled 
jointly by the L.N.E.R. and L.M.S.R. 
companies and Tilling & British Auto- 
mobile Traction Limited, secured in the 
year 1936 a net profit, after deducting 
charges for depreciation, directors’ fees, 
income tax reserve, and capital duties 
and fees, of £73,794, compared with 
£67,643 for 1935. Adding £12,723 
brought forward gives a _ total of 
£86,517, compared with £79,723. The 
dividend on the 6} per cent. preference 
shares takes £13,000, and the 10 per 
cent. dividend (5 per cent. interim and 
5 per cent. final) on the ordinary shares 
(the same) takes £73,750 (against 
£54,000), leaving £12,767 to be carried 
forward. During the year the issued 
capital was increased to £807,500 by the 
allotment of 67,500 ordinary shares of 
fl each. Further sites have been ac- 
quired during the year for the construc- 
tion of omnibus stations. 


Isle of Man Steam Packet Co. 
Ltd.—The accounts for 1936 show a 
profit of £40,521, against £37,279 for 
1935, but the report states that the 
actual profits in 1936 are less than this, 
due very largely to increase of wages 
and cost of coal, and this figure has only 
been arrived at by placing a lesser 
amount than in 1935 to contingencies. 
The profits available, after providing 
for depreciation, debenture interest, 
contingencies, and including the balance 
of £16,443 brought forward, amount 
to £56,965. The directors again recom- 
mend a dividend of 6 per cent. per 
annum, payable on March 3, carrying 
forward £20,965. The sum of £100,000 
has been set aside for depreciation 
of the fleet. Air services were again 


run during the past year, in collabora- 
tion with the L.M.S.R., and _ three 
additional routes were inaugurated. 
All these services were run at a loss, but 
the number of passengers travelling 
by them showed an increase. 

Vickers Limited.—The directors 
recommend for approval in general 
meeting, a dividend for the year 1936 
at the rate of 10 per cent., less income 
tax at 4s. 9d. in the /, on the ordinary 
stock of the company. This dividend, 
if approved, will be paid on Saturday, 
April 3, 1937. 

Grand Canal Company (Ireland). 
—Net revenue for 1936, after payment 
of debenture interest, was £16,886, 
against £16,314 for 1935. Adding £3,174 
brought in, makes a total of £20,060, 
which covers the dividend on the pre- 
ference shares, and enables 2 per cent. 
to be paid tor the year on the ordinary 
shares, leaving £3,412 to be carried for- 
ward. The ordinary dividend for 1935 
was 1} per cent. 

Hoffmann Manufacturing Co. 
Ltd.—An increase is shown for 1936 
of £40,914 in the net profits, which 
amount to £168,466. For pensions a 
sum of £20,000 is provided, against 
£35,000 for 1935, and the allocation to 
general reserve is raised from £20,000 
to £60,000. The directors recommend 
a final dividend on the ordinary shares 
of 9 per cent., making 15 per cent., 
tax free, for the year, against 10 per 
cent., tax free, and a cash bonus of 5 per 
cent., tax free, as in the previous year. 
The amount to be carried forward is 
£68,116, against £67,149 brought in. 


Manchester Ship Canal Company. 
—Gross receipts in 1936 of the whole 
undertaking amounted to £1,880,915, 
of which £1,339,479 (against £1,299,750 
in 1935) came from the Ship Canal, 
£184,226 (against £184,003) from the 
Bridgewater Canals, and £357,210 
(against £334,150) from the railways. 
Revenue expenditure on the whole 
undertaking rose from £1,046,413 to 
£1,106,884, and net receipts were £2,541 
higher, at £774,031. Net revenue for the 
year was £709,807, against £705,539. 
The sum of £36,204 (against £35,000) 
has been appropriated to reserve for 
contingencies and repairs. Preference 
dividends are paid in full, and the divi- 
dend on the ordinary shares is 1} per 
cent., the same as for 1935 and 1934, 
leaving £31,952 to be carried forward, 
as against £32,792 brought in. Receipts 
from Ship Canal tolls, ships dues, and 
miscellaneous receipts exceeded those 
of 1935 by £43,643, and net receipts 
from the railways improved by £5,236. 

British Aluminium Co. Ltd. 
The directors announce that the profit 
for 1936, including the amount brought 
forward, after making provision for 
taxation and for interest on debenture 
stock and after setting aside £50,000 
to depreciation reserve and £50,000 to 
the reserve fund, is £361,158. They 
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recommend a dividend of 10 per cent. 
for the year on the ordinary share 
capital, leaving £71,158 to be carried 
forward. For 1935 the profit, including 
£55,375 brought forward, was £302,228, 
nothing was placed to reserve, and the 
dividend was 7} per cent. 

British Thomson-Houston Co. 
Ltd.—tThe directors recommend a divi- 
dend of 7 per cent. on the ordinary 
shares for the year 1936, against 5 per 
cent. for 1935, after appropriating 
£236,525 (against £177,742) to deprecia- 
tion, and £50,000 (against £132,849) to 
general reserve, leaving £188,581 to be 
carried forward, against £181,197. 

North British Locomotive Co. Ltd. 

A profit of £5,712 is shown for 1936, 
against a loss of £86,007 in the previous 
year, when results were adversely 
affected by the closing down of a com- 
pany in which the North British had a 
controlling interest. The debit balance 
to be carried forward is reduced to 
£113,779. 

Craven Bros. (Manchester) Ltd. 
For 1936 the net profit was £40,717 
which, added to £3,324 brought in, 
gives a total of £44,041. A final divi- 
dend of 7} per cent. (less tax) is pro- 
posed, making 124 per cent. (less tax) 
for the year, leaving £6,541 to be carried 
forward. The works have been well 
employed, but the benefits resulting 
from the increase of capital in July last 
are only partially reflected in the 
accounts for the latter six months. 
Work on hand at the close of the year 
was the greatest on record and it has 
been necessary to extend the works. 

Consolidated Signal Co. Ltd. 
This company, which obtains most of 
its income from its holding of 391,112 
shares in Westinghouse Brake & Signal 
Co. Ltd., showed a net profit for the 
year ended September 30 last, of 
£44,449, compared with £30,195 for 
1934-35 and £7,373 for 1933-34. All 
arrears of dividends on the preference 
shares were paid off a year ago, and a 
dividend of 7 per cent. was distributed 
on the ordinary shares, the first since 
1931. For the year under review the 
dividend proposed is 30 per cent., leav- 
ing £622 to be carried forward. The 
Westinghouse Company’s dividend has 
been increased from 10 per cent. to 
15 per cent. 

Clayton Dewandre Co. Ltd.—A 
final dividend is recommended of 5 per 
cent., making 8 per cent. for the year 
1936 on the ordinary shares, compared 
with 5 per cent. for 1935. A maiden 
dividend of 8 per cent. on the deferred 
shares is also recommended. After the 
allocation of £10,000 to undivided profits 
account, the sum to be carried forward 
is £6,555. The directors have decided to 
ofter to ordinary shareholders registered 
on March 11 the unissued capital of 
20,000 £1 ordinary shares at 27s. each 
in the ratio of four new shares to every 
35 existing shares, and to the deferred 
shareholders the unissued 100,000 Is. 
deferred shares at 2s. each in the ratio 
of one new share to every 12 existing 
shares. 
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ABSTRACTS OF RECENT PATENTS* 


Feed-Water Heaters 
for Locomotive 


No. 456,055. 
and Purifiers 
Boilers 
Julius Wagner, of 3, Gersauer Weg, 

Berlin—Lichterfelde, Germany. (Con- 

vention date: Germany, August 22, 


1934.) 

In a feed-water heater, 1 is the barrel 
of the boiler, 2 is the purifier dome, and 
3 is the front tube plate, with the usual 
holes 4 for the tubes and superheater 
flues. 


The purifier dome 2 is closed by 





a cover 5, a holding-down ring 6, and 
suitable screws. The live-steam pipe 
is shown at 7. Feed pipe connections 
8 and 9 are secured to opposite sides 
of the purifier dome 2, and connected, 
at their outer ends, to the delivery 
pipes of suitable feed-pumps. Con- 
nected to the inner ends of the connec 
tions 8 and 9, are discharge pipes 10 
and 11 which are forked at their outlet 
openings. The feed-water flows from 
the two openings of the outlet ends 
in two jets, which meet and spread out 
in the form of a spray. The spray is 
intercepted and deflected by a vertical 
annular baffle 12 in the purifier dome 2. 
The stepped and superimposed mem- 
bers 13, 14 and 15 make up a baffle 
unit, 13 and 14 being plates, and 15 
being angle sections below the plates. 
The baffle unit is mounted in a tray 
17, of channel section with side walls 
16. A pair of parallel vertical walls 20 
extending transversely to the side walls 
of the tray 17 and a horizontal wall 21, 
make up a saddle with which the tray 


* These abridgments of recently published 


RAILWAY GAZETTE by permission of the Controller of His Majesty’s Stationery Office. 
abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2. 
either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price 1- 


each. 


straddles the live-steam pipe 7. The 
walls 20 and 21 have openings 18 and 
19. Filters 22 are mounted on the 
bottom of the tray 17 at opposite sides 


of the baffle unit, and 23 are conduits: 


of channel section which are connected 
to both sides of the tray 17 and are 
secured to the barrel 1 of the boiler. 
rhe conduits 23 are arranged symmetri- 
cally and extend almost as far as the 
bottom of the barrel 1. A mud collec- 
tor 24 is secured to the bottom of the 
barrel 1 between the lower ends of the 
conduits 23, and 26 is the outflow pipe 
of a blow-off valve in the mud-collector 
24. The blow-off valve is connected to 
the purifier dome 2 by a steam pipe 25. 
The forked pressure reducing device 27 


is connected to the lower end of the 
outlet pipe 26.—(Accepted Novem- 
ber 2, 1936.) 


No. 456,260. Rail Vehicles 


Michelin et Cie of Clermont Ferrand, 
Puy de Dome, France. (Convention 
date: France, July 29, 1935.) 

A railway vehicle comprises a body 
1 reposing on the end bogies 2 by 
means of pivots 3. Under the body is 
the bogie chassis 4, upon which are 
mounted units 5 and a_ transmission 
unit which drives the wheels of the 
chassis 4. In order to increase the 
weight of this driving unit, it carries 
at 6 a fuel or equipment store, or a 
battery of accumulators 7. The bogie 
chassis 4 which does not support the 
body 1, is connected to it for the pur- 
poses of drive transmission by members 
such as the bars 9, 10. These bars 
should be provided with knuckles 11 
of rubber, and if necessary with various 
other devices which permit them to 
assume the place and the length neces- 
sary when the vehicle passes round a 
curve and thus form resiliently pivoted 
linkages. Although in principle the 
chassis 4 is a driving unit and not a 
supporting chassis, it is, however, pos- 
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sible to increase its adhesion by trans- 
ferring a part of the weight of the body 
to it by the intermediary of suitable 
slides and slippers or rollers 12, which 
permit the desired lateral and angular 
movements between the body and the 
bogie chassis 4 but which do not trans- 


specifications are specially compiled for THe 
Group 
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mit vibration to the body.—(Accep/ 


November 5, 1936.) 


No. 455,420. Automatic Coupling 

Device for Vehicles 

Hans Wohldorf of 41, Schleusbe 
Neumuenster, Germany. (Convent 
date: Germany, February 15, 1936.) 

An automatic coupling consists of 
forked head 1 with an upper fork 2 and 
a lower fork 3 placed to form a gui 
4, into which the eye 5 of the dra 
bar 6 is introduced. An arcuate tu! 
8 with a circular bore 9 extends fro: 
the upper fork 2, and is connected 
its upper free end to the head 1 | 
means of a strut 10, the upper en 
being closed by a cap 11. At its low 


end the sleeve is connected to the uppci 
fork 2 so that the bore 9 in the sleev 
merges into a bore 12, this bore bein 
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continued as a corresponding bore 13 
in the lower fork 3. Slidable in the 
bore 9 of the guide sleeve 8 is a coup 
ling pin 14 which also has the form of 
a section of an annulus, and is of 
circular cross-section. At its upper end, 
the coupling pin 14 is connected with 
a pin 15 which terminates with a 
handie 16 which can slide in a longi- 
tudinal slot 17 in the sleeve 8. The 
slot 17 is covered by a plate 18 which 
has an aperture 19 to permit the pas 
sage of the pin 15. Disposed between 
the rear part of the coupling pin 14 
and the base 11 of the sleeve 8 is a 
helical spring 9' which tends to urge 
the coupling pin 14 downwardiy into 
the coupling position. Provided in the 
lower part of the coupling pin 14 is a 
recess 21 in which can engage a locking 
lever 22 with a projection or lug 25, 
the lever 22 being pivotal about a pin 
24 and subject to the thrust of a spring 
23. The locking lever 22 can move in 
a recess 26 in the head 1. In the idle 
position the lug 25 engages in the recess 
21 in the pin 14 and holds the pin in 
the uncoupled position. If the draw 
bar 6 is introduced into the guide 4 
until its leading portion 27 engages 
the locking lever 22 at the point 28, 
it displaces it against the pressure of 
the spring 23 so that the lug 25 is 
withdrawn from the recess 21 in the 
pin 14, which under the pressure of the 
spring 9' is urged through the opening 
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2 in the fork 2, through the coupling 
ye 5 in the drawbar 6, and through 
the bore 13 in the lower fork 3 to 
secure the drawbar 6 in: the coupled 
osition.—(Accepted October 20, 1936.) 


No. 455,510. Rail Contact Device 

Dénes von Mihdly of 3, Hildegard 
Str., Berlin—Wilmersdorf, and Martin 
Rosenfeld of 6, Herwath Str., Berlin— 
Wannsee, Germany. (Convention 
date: Germany, May 24, 1936.) 

In a rail contact device of the type 
in which a resistance is varied by rail 
flexure. The variation in the length 
of the rail caused by its flexing is 
utilised for altering the value of the 
resistance, the two movable members 
of the resistance being secured to two 
spaced points of the rail base only. 
[he resistance 2 comprises graphite 
plates in a casing and, is fixed to the 
underside of a rail 14 by means of a 
bracket 3. A second bracket 4 is 
secured to the rail at some distance 
from the bracket 3, and it carries a 
contact 5 the tip of which is applied 
to the topmost graphite plate when the 
rail is straight. The resistance casing 
is connected through a source of current 
7 to one terminal of the exciting wind 
ing of an electromagnet 8, the other ter 
minal of the winding being connected to 
the contact 5. The exciting winding 
of a second magnet 9, which is co-axial 
to the magnet 8 is directly connected 
to the source of current, and it gener- 
ites a constant magnetic field. Both 
magnets influence an armature 10 
which is urged towards the contact 12 
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by a spring 11, the contact 12 being 
included in the circuit of an electro- 
magnet 13 which actuates an axle 
counting device. When a train passes 
over the rail contact, the rail is flexed 
by the load of each individual wheel 
15 of the train. Owing to the lengthen- 
ing of the rail base caused thereby the 
distance apart of the two fixing mem- 
bers of the resistance is increased and 
the contact 5 is slightly withdrawn from 
the topmost carbon plate. This in- 
creases the resistance in the exciting 
circuit of the magnet 8, so that the 
spring 11 closes the circuit of the mag- 
net 13, and an impulse is communi- 
cated to the counting mechanism.— 
(Accepted October 22, 1936.) 


No. 455,795. 
Valves 


Steam Regulator 


John Cecil George Cossey, of Cal- 
bourne, The Vale, Golders Green, 
London, N.W.11, and Mehoe Limited, 
of 31, Queen Anne’s Gate, Westminster, 
London, S.W.1. (May 16, 1935.) 

In a steam regulator valve, radial 
ports b,, b, are provided through the 
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walls of the outer valve B, leading 
from a steam space y provided between 
the outer valve and middle valve. One 
of the ports communicates through a 
short channel b,. With a port p in 
the cathead or body A, while the dia- 





metrically opposite port is provided to 
secure lateral balance of the valve and 
provides a ready means of preventing 
rotation of the outer valve in the cat- 
head by means of a pin q_ passed 
through the wall of the cathead. E 
is the spindle operatable by a lifting 
fork and bridle; F is a distance piece; 
G is a securing nut; A is a guide bear- 
ing; 5,, b, are ports through the valve 
B; f,, fo, g are scouring ports. When 
the innermost valve D is open, steam 
passing under its mitre flows to the 
steam space y between the outer and 
middle valves, through one of the ports 
b, in the outer valve, to the port p 
in the cathead, through the wall of the 
cathead, and is then led to the valves 
of a poppet valve gear in the engine 
cylinder valve chest to close such valves 
before the main steam supply reaches 
the cylinders; or the steam may be led 
off by the separate pipe for drifting 
purposes, or to some other point for 
such purposes as indicated above. In 
the above construction, steam is not 
admitted to the main steam pipe lead- 
ing to the cylinders until the mitre 
of the middle valve is lifted from its 
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seating on top of the outer valve.— 
(Accepted October 28, 1936.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 

455,069. Gallusser, H. Devices for 
automatically increasing the braking 
effort of compressed air brakes at high 
speeds. 

455,198. Superheater Co. Ltd. Steam 
superheaters for boilers of the locomotive 
type. 


455,234. Budd Manufacturing Com- 
pany, E. G. Railcars. 

455,260. Budd Manufacturing Com- 
pany, E. G. Railcars. 

455,294. Clarke, A. E. Vehicle 
windews 

455,392. Perks, H. L. D., and Cook, 


F. T. Ironwork fittings for the sides and 
ends of lorries, trucks, wagons, and like 
vehicles. 

455,415. Michelin & Cie. Coupling de- 
vice suitable for rail and other vehicles. 

455,461. Mylius, O. Means for damp- 
ing the oscillations of vehicles, in particu- 
lar rail vehicles. 

455,487. Mylius, O. Suspension for 
vehicles, particularly rail vehicles. 

455,970. Hulbert, J. C. Door locks. 

456,127. Faiveley, L. Method of con- 
structions of metal doors for railway 
trucks and other applications. 

456,197. Whyman, F., and Metropoli- 
tan-Vickers Electrical Co. Ltd. Electric- 
ally driven locomotives. 

456,224. Skoda Works, Plzen.  Start- 
ing device for boosters, particularly those 
of locomotives. 

456,302. Oster, L. E. W. 
& Pollopas Patents, Limited. 
particularly rail vehicles. 


Montrose 
Vehicles, 


456,349. Kruckenberg, F., and Stede- 
feld, C. Trucks or bogies for railway 
vehicles. 

456,401. Kellett, W. P. Means for 
locking goods containers on_ transport 
vehicles. 

456,404. Zoelly, H. Steam or gas tur- 
bine locomotive. 

456,742. Singleton, L. Sanding or like 


appliance for vehicles. 

456,527. Superheater Co. Ltd., and 
Gass, E. M. Throttle or regulation valve 
apparatus for locomotives. 


456,817. De Wendel & Cie, Les Petits 
Fils de F. Device for securing railway 
rails. 

456,781. Westinghouse Brake & Signal 
Co. Ltd. Railway traffic controlling 


ipparatns. 








_ SYSTEMATIC TIMETABLES IMPROVE 
Erat TRAFFIC.—A result of the intro- 
duction last year of systematic time- 
tables on the Paris—Le Havre and Paris— 
Cherbourg main lines of the French State 
Railways (see our issues of February 7 
and May 22, 1936), has been an increase 
in traffic ascribed to the general im- 
provement in the frequency, regularity, 
and speed of service. Intermediate 
stations, hitherto somewhat neglected, 
have profited in particular from the 
railcar services which now give them 
convenient connections with the long- 
distance trains, as well as affording 
better local communication. It is re- 
ported, for example, that the issue of 
tickets and weekly seasons at stations 
on the Mantes—Oissel section (Havre 
main line) increased by 19 per cent. 
in August, 1936, with a rise in receipts 


of 28 per cent. Similar results were 
achieved in nearly all other stations on 
the same line, the numbers of tickets 
and seasons issued showing increases of 
from 11 to 79 per cent. 








Forthcoming Events 


Model Railway Club Exhibi 
Tothill Street, 


Mar. 30-Apr. 3. 
tion, at Central Hall, 
London, S.W.1. 

Apr. 1 (Thurs.).—Institution of Locomotive 
Engineers (London), at Trocadero Restau- 
rant, Shaftesbury Avenue, W.1, 6.30 for 
7 p.m. Annual Dinner. 

Apr. 2 (Fri.).—Institute of Transport (Leeds), 
at Town Hall, 6.30 p.m. Annual General 
Meeting. 

Institute of Transport (Manchester-Liverpool)}, 
at Exchange Station Hotel, Liverpool, 
6.30 p.m. ‘‘ The Coasting Trade— Modern 
Development and Trend,” by M. A. Robin- 
son. 
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London and North Eastern Railway 
Company 


ry Oaece IS HEREBY GIVEN that, for 
4 the purpose of preparing the warrants 
for Interest payable on the 15th April, 1937, on 
the Company’s 5 per cent. Redeemable Deben- 
ture Stock, the balance will be struck as at the 
close of business on 3ist March, and _ such 
Interest will be payable only to those Stock- 
holders whose names are registered on that 
date 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


Transfers of the 5 per cent. Redeemable 
Debenture Stock should, therefore, be lodged 
with the Registrar of the Company at 
Hamilton Buildings, Liverpool Street Station. 
London, E.C.2, before 5.0 p.m. on 3ist March. 

By Order, 
JAMES McLAREN, 
Secretary. 
Marylebone Station, 
London, N.W.1. 
22nd March, 1937. 


March 26, 1937 


OFFICIAL ADVERTISEMENTS. 


( FFICIAL ADVERTISEMENTS intended fur 

insertion on this page should be sent i: 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should | 
addressed to :—The Railway Gazette, 33, Toth 
Street, Westminster, London, 8.W.1. 








CONTRACTS AND TENDERS 


Fairbanks, Morse & Co. has received 
an order from the Central 
Railway for 40 push-pull 
track maintenance cars 


Uruguay 


Velocipede 


rhe High Commissioner for New Zea 
land has placed orders on behalf of the 
New Zealand Government Railways 
Administration for the following equip 
ment : 

Dorman Long & Co. Ltd., steelwork re« 
quired for bridge over the Clarence Rivet 

Guest, Keen, Baldwins’ Iron & Steel Co 
Ltd Ihe Consett Iron Co. Ltd and the 
South Durham Steel & Iron Co. Ltd 
hequer plates for wagon floors 


steel 


he Associated Equipment Co. Ltd 
has received orders from the London 
Passenger Transport Board for 327 and 
from the Tynemouth & District Trans 
port Co. Ltd. for three 


Kegent passenger vehicles 


oil-engined 


Matheson & Co. Ltd., as purchasing 
agents for the Ministry of Railways, 
Nanking, China, under the King-Kan 
Railway Loan Agreement, has placed 
orders for the undernoted materials, 
divided as follows: 

Motherwell Bridge & Engineering Co.Ltd., 
16 10-metre spans of bridgework to be sup 
plied to the inspection of Messrs. Fox & 
Mayo 

Patent Shaft & Axletree Co. Ltd., 27 
20-metre spans of bridgework to be supplied 
to the inspection of Messrs. Fox & Mayo, 
and 280 sets of points and crossings for 
35 kilo. per metre rails to be supplied to the 
inspection of Messrs. Sandberg 

P. & W. MacLellan Limited, 22 30-metre 
pans of bridgework to be supplied to the 
inspection of Messrs. Fox & Mayo 


W. G. Bagnall Limited has received 
an order from the Madras & Southern 
Mahratta Railway Administration, to 
the inspection of Messrs. Rendel, Palmer 
& Tritton, for two superheated boilers 
for MHS 4-6-0 locomotives 


The Vulcan Foundry Co. Ltd. has 
received orders from the Madras & 
Southern Mahratta Railway Adminis 
tration, to the inspection of Messrs 
Rendel, Palmer & Tritton, for the supply 
ot tour XD class broad-gauge 2-8-2 type 
voods locomotives and tenders and one 
superheated boiler for XB class 4-6-2 
locomotive. 


faylor Bros. & Co. Ltd. has received 
an order from the Leopoldina Railway 
for 690 carriage and wagon tyres, 


Nasmyth Wilson & Co. Ltd. has 
received orders from the Madras & 


Southern Mahratta Railway Administra- 
tion, to the inspection of Messrs. Rendel, 
Palmer & Tritton, for eight superheated 
boilers for GS class locomotives and two 
superheated boilers for MS class 4-6-0 
locomotives. 


Worthington-Simpson Limited has 
received an order from the Buenos Ayres 
Great Southern Railway for 18 centri- 
fugal water pumps. 


The Crown Agents for the Colonies 


have recently placed the _ following 
orders 2 ° 

Incandescent Heat Co. Ltd., Annealing fur- 
nace. 


Alfred Herbert Limited, Capstan lathe 

Stanton Ironworks Co. Ltd., Cast-iron water 
pipes. 

Wolverhampton Corrugated Iron Co. Ltd., 
Corrugated steel sheets 


Guest, Keen & Nettlefolds Limited, Dog 
spike s. 

Lritish Insulated Cables, Limited, Dry-cor« 
cable. 

Quasi-Are Co. Ltd., Electric welding plant. 

Nuts & Bolts (Darlaston) Limited, Fishbolts. 


General Electric Co. Ltd., Floodlight units 
and telephone materials. 

Churchill Machine Tool Company, Grinding 
machine. 

Dawson, Payne & Elliott Limited, Guillotine 
cutting machine and spares. 

Greenwood & Batley Limited, Horsefall bolt 
and nut and rivet machine. 

Dean, Smith & Grace Limited, Lathe. 

J. Lang & Sons Limited, Lathe. 

H. W. Ward & Co. Ltd., Lathe. 

Ward, Haggas & Smith Limited, 

Bergius Co. Ltd., Launches. 

i Baker & Bessemer Limited, Locomotive 
tyres. 

rhe Anti-Attrition Metal Co. 
motive white bronze. 

Craven Bros. Ltd. (Crane Division), Material 
for conversion of cranes. 

Whitehead Iron & Steel Co. Ltd., Mild steel. 

P. & W. MacLellan Limited, Mild steel plates, 
and steel sheets. 

3utler Machine Tool Company, Planer. 

United Steel Cos. Ltd. (Workington Iron & 
Steel Branch), Rails and fishplates. 

Reynolds & Wilson, Shaping machine. 

Guest, Keen, Baldwins Iron & Steel Co. Ltd., 
Steel sleepers. 

Newport & South Wales Tube Co. Ltd., Steel 
tubular poles. 

Sir W. Arrol & Co. Ltd., Steelwork 

Standard Telephones & Cables Limited, Tele 
phone apparatus 

W. T. Henley’s Telephone Works Co. Ltd., 
felephone cables. 

lfaylor Bros. & Co. Ltd., Wheels and axles. 

Loudon Bros. Limited, Wheel turning lathe. 


athe 


Ltd., Loco- 


The Vacuum Brake Co. Ltd. has 
received an order from the Leopoldina 
Railway for 115 sets of vacuum brake 
equipment for locomotives and wagons, 


The Westinghouse Brake & Signa 
Co. Ltd. has received an order from th 
Chinese Government Purchasing Con 
mission, to the inspection of Messi 
Sandberg, for a complete set of mec! 
anical and electrical signalling apparatus 
required for Hankow station, Canto 
Hankow Railway. 

Crompton Parkinson Limited has 
received an order from the Buenos Ayres 
Great Southern Railway for nine electri: 
motors required for pumping work. 

The Egyptian State Railways Admin 
istration is enquiring for tenders receiv 
able by May 15 for the supply of twenty 
2-6-0 locomotives and tenders. 


The Lithuanian Ministry of Com 
munications invites tenders receivable 
by April 14, at the Lithuanian Legation 
10, Palace Gate, Kensington, London, 
W.8, for the supply of 65,000 tons of 
locomotive coal. 


The Stores Department of the South 
African Railways and Harbours Board 
is calling for tenders, to be presented in 
Johannesburg by April 19, for the supply 
of 4 in., 4 in., and 4-in. high-pressure 
steam jointing in sheets 40 in. by 40 in. 
Firms desirous of offering jointing of 
United Kingdom manufacture can 
obtain further details from the Depart 
ment of Overseas Trade. 

The South African Railways and Har 
bours Administration is calling for 
tenders (Tender No. 1240) for the supply 
and delivery of approximately 1,500 tons 
of steel work for bridges, including bolts, 
nuts, and rivets. Tenders endorsed 
“Tender No. 1240 for Bridgework ” 
should reach the Secretary to the Tender 
Board, Railway Headquarter Offices, 
Johannesburg, by May 10. A copy of 
the specifications and general condition 
of tender, together with drawings, may 
be borrowed from the Department of 
Overseas Trade. Local representation 
is essential, and the Department is pre- 
pared to furnish firms desirous of tender- 
ing for the supply of material of United 
Kingdom manufacture, and not repre- 
sented in South Africa with the names 
of United Kingdom merchant houses 
with local connections, who may be 
willing to handle tenders on their behalf 








In view of the Easter holidays, this 
issue of THE RAiLwAy GAZETTE is pub 
lished three days earlier than usual, and 
consequently the tables of British and 
foveign railway traffic returns are held 
over until next week, 
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FINANCIAL AND OPERATING RESULTS OF THE BRITISH 
GROUP RAILWAYS IN 1936 


An analysis of the accounts and statistics as 


shown in the published reports for the past year 


The accompanying tables and notes are compiled from the 
published accounts and statistics of the railway companies 
as set out in their annual reports. It is possible that differ- 
ences in organisation or methods of working, or in the 
nature of the traffic dealt with, limit the extent to which 
comparisons can be made between one railway company 
and another, and this point should be borne in mind in 
perusing the tables and the notes relating thereto. In 
arranging the tables, however, every endeavour has been 
made to set out the figures in such a way as to afford a 
fair comparison between the companies, but for the reason 
already given it may not always be possible to compare 
results between one company and another in the various 
units of measurement adopted. 

For the third year in succession the revenues of each of 
the four group companies have shown increases upon the 
figures of the previous year. In 1936 the total increase was 
just over £7,000,000, of which approximately £6,000,000 
came from the railway proper and £1,000,000 from the ancil 
lary undertakings, the former being equivalent to almost 
exactly 4 per cent. and the latter to 4} per cent. rise. In 
the first quarter of the year railway revenue was increasing 
at the rate of £100,000 a week, and as the year advanced 
further improvement took place which lasted well into the 
autumn, after which coal showed some falling off because of 
the inflated figures at the end of 1935, due to the apprehen- 
sion of a coal strike at that time. The present year has 
opened rather less favourably, and the increase is not so 
marked as it was a year ago, but there is no reason for 
anticipating any setback. 

The new high speed trains of the L.N.E.R. and G.W.R. 
operated successfully during 1936. Experimental runs on 
the L.M.S.R. and L.N.E.R. indicated that the journeys 
between London and Glasgow, and London and Edinburgh, 
respectively, could be performed in six hours, and new trains 
to and from Edinburgh with this timing will be inaugurated 
with the summer timetables, whilst the Glasgow run will take 
61 hours. The L.N.E.R. will also introduce a high-speed 
service between London and the West Riding, the journey 
from Leeds to London and vice versa being performed in 
23 hours. Electrification on the Southern Railway is still pro- 
ceeding. Electric services between Waterloo and Ports- 
mouth and Alton are promised in July, and 118 more miles 
are to be electrified. 

On the expenditure side it is noted that the price of 
materials is rising, and a further partial restoration of the 
wages cut took place in August, 1936. The full effect of this 
concession will not of course be felt until the current year. 

The Southern Railway is abundantly satisfied with the 
Dover-Dunkirk train ferry service which came into opera- 
tion in October. Up to the end of January more than 
16,000 passengers had been conveyed and more accommo- 
dation for non-sleeping car passengers is being provided. The 
freight ferry service is also proving popular, and up to 
the end of the year 8,559 tons of cargo were carried. The 
Continental and Channel Islands passenger traffic has in- 
reased in a very satisfactory way. Visitors to the Isle of 
Wight are also increasing and a new paddle-boat is being 
provided for the Portsmouth—Ryde service. 

At Southampton there was an increase of 570 vessels in 
and out during the year. The tonnage of shipping entering 
and the number of passengers dealt with were the highest 
ever recorded. 


The L.M.S.R. is applying to the Ministry of Transport 


for authority to abandon portions of the Manchester, Bolton 
and Bury, the Cromford, and the Shropshire Union canals. 

The L.N.E.R. is leasing part of the Nottingham canal 
to the Trent Navigation Company and has concluded a 
sale of its Tyne Dock to the Tyne Improvement Commis- 
sioners for £600,000. 

As regards rating, the following table shows the net annual 
values of the railway companies’ undertakings in England 
and Wales during the two quinquennial periods of 1931-36 
and 1936-41. 


Former 
valuation 1931-36 1936-41 
£ £ | 
L.M.S.R. 3,600,000 ° 1,750,000 1,500,000 
L.N.E.R 2,600,000 1,100,000 1,100,000 
G.W.R. .. 2,300,000 1,650,000 1,400,000 


Southern 1,840,000 1,077,131 


As a result of this settiement, large sums have been refunded 
io the railway companies in respect of the overpayment 
of rates in the first quinquennial period, and the greater 
part of the money has been set aside to strengthen the 
renewal funds of the companies. 

In crder to provide fer the refund of the railway com- 
panies’ Overpayments into the Railway Freight Rebates 
Fund, the Railway Freight Rebates Act, 1936, was passed 
authorising the issue of loan stock for the purpose. In 
December, 1936, an issue was made of £9,300,000 23 per 
cent. stock at 94}, redeemable between 1937 and 1952. 
The traffics entitled to rebate have been reduced in number 
and are now limited to milk, live stock, and export coal 
and coke. Docks rebates have been similarly restricted, and 
now apply only to exported coal and coke and imported 
pitwood. At the annual meeting of the Great Western 
shareholders, Sir Robert Horne, the Chairman, pointed out 
that the withdrawal of rebates from certain traffics had 
necessitated reductions in charges which offset to some extent 
the benefit resulting from the smaller amount payable by 
the railway company to the rebates fund. 


Tables I and Il—Capital Expenditure 

We now come to the accounts themselves. Table I indi- 
cates that the aggregate capital expenditure of the four 
group companies has reached £1,160,000,000, just over 
£4,000,000 having been added during 1936. The L.M.S.R. 
spent £1,600,000 or just half of the estimate made at the 
beginning of the year, of which £673,000 was in respect of way 
and works, and £1,360,000 on rolling stock, principally carri- 
ages and wagons; in fact there was a credit of £64,000 in re- 
spect of locomotives. Road vehicles and garages cost £92,000, 
and docks £55,000, and £16,500 was spent on the Northern 
Counties Railway (Ireland). A credit of £54,500 has been 
taken in respect of steamers displaced, and £340,000 has been 
received from land and property sold. A sum of £90,600 
was spent on hotel accommodation at various places, but a 
transfer of £443,000 has been made from hotel capital expen- 
diture to railway capital expenditure. Subscriptions to road 
undertakings amount to £110,000. 

The L.N.E.R. capital expenditure was a bare £182,000, 
and more than this sum went in way and works, including 
transfers aggregating £90,000 from other heads of expendi- 
ture. Amounts of £60,000 were spent on wagon containers, 
£24,000 on steam cranes and service vehicles, and £20,000 
on improvements to coaching stock, but a credit of £16,000 
was taken for five railcars withdrawn from service. Manu- 





610 Supplement to THE RAILWAY GAZETTE, March 26, 1937 Financial and Operating Results 0; 


facturing and repairing works and plant cost £77,000, and from electric power stations. The sum of £53,000 was spent 
road vehicles £86,700. Steamboats show a credit of £38,000, on the new line from St. Germans to Looe, and £24,000 on 
mainly due to the displacement of the ss. City of Bradford the line from North Acton to Ruislip. Coaching stock 
and tug Barton. On docks £38,000 was actually spent, but cluding seven diesel railcars, cost £200,000, and manuf 

a credit is taken for £58,000 in respect of capital transferred turing and repairing works and plant £31,000. Capita! 
from docks to railway. Parkeston power station has been  penditure on motor vehicles and garages was increased 
closed, resulting in a credit to capital of £40,000 and sales £50,000, and on hotels by £66,000, but there was a c1 

of land have brought in £172,000. Subscriptions to road of £78,000 in respect of docks. An additional £183,000 


undertakings cost £23,000. spent on subscriptions to omnibus undertakings. 

Of the Great Western capital expenditure of £622,000, The Southern expenditure of £1,719,000 included £983,000 
£861,000 appears as capital expenditure on the railway, the on electrification of lines, and £333,000 on additional stat: 
excess amount being due principally to a transfer of £366,000 (Text continued on page 614) 


Table 1—Aggregate Capital Expenditure to December 31, Years 1935 and 1936 


L.M.S.R. L.N.E.R. G.W.R. | Southern 
1935 | 1936 | 1935 1936 1935 | 1936 1935 | 1936 
£ | £ | £ £ £ | £ | £ | £ 
LINES OPEN ror TRAFFIC— | | | 
Capital expended | 316,291,578 | 316,965,053 | 235,820,632 | 236,006,450 | 124,865,164 | 125,424,089 | 121,895,318 | 123,191,181 
: Miles. Miles Miles. Miles Miles. Miles Miles. Miles 
Miles of railway open for traffic 6,934 6.895 | 6,364 6,360 | 3,783 | 3,775 | 2.138 9 139 
(per Statistical Return Ia) | | 
£ £ £ £ £ | £ £ | £ 
Average per mile ae . 45,615 45,970 37,055 37,108 | 33,007 | 33,225 | 57,014 | 57,593 
| 
Lines not open for traftic 123,257 123.257 115.070 | 115.106 | 15,098 | 96.817 | 105,661 150.537 
a 
Lines leased and lines jointly 10.281 | 10.281 26,591 26.501 
leased other than “J ”’ joint | 
lines 
Rolling-stock _.... «=| §9,433,204 60,793,409 | 46,987,982 47,077,800 | 21,209,073 21,398,532 17,284,485 17.740,664 
| | 
P i | 
Manufacturing and repairing | 8,963,529 9,004,911 6,277,179 6,354,019 | 4,241,373 4,272,451 | 2,435,912 2,435,912 


works and plant 


289,553,375 | 150,340,989 | 151,202,170 | 141,747,967 | 143,544,885 
| 


| - | ™ 
Total capital expended upon | 384,811,568 | 386,886,630 | 289,200,863 
railway 





























Road vehicles .... me 1,355,382 1,446,777 | 1,229,751 | 1,316,423 | 1,100,909 1,149,569 167,608 167,608 
| 
| | 
Horses | - - | 85,309 | 84,320 | 36,647 36,647 
| 
Garages, stables, &c. .. | 1,636,842 1,637,733 619,974 610,641 | 251,628 | 253,242 | 168,474 168,474 
Steamboats ... ... | 2,919,022 | 2,864,493 | 2,970,333 | 2,932,116 | 414,965 | 414,965 | 2,937,322 | 2,787,321 
| | 
Canals _.... oil ra 6,010,227 6,000,680 1,308,858 1,303,153. | 753,561 | 753.526 77,700 77.700 
Docks, harbours and wharves 10,081,289 10,136,410 | 26,028,924 | 26,009,039 | 21,094,010 | 21,015,952 | 13,573,854 13,738,965 
| | 
Hotels _.... = -| 5,303,328 | 4,950,996 | 2,728,516 | 2,732,616 | 288,632 | 355,088 | 1,388,223 | 1,388,250 
Electric power stations, &c. 1,675,559 1,663,268 250,780 | 190,588 516,804 34,179 688,892 688,892 
| 
Land, property,&c.,not forming | 14,641,941 | 14,332,324 | 11,576,548 | 11,440,965 3,184,472 3,193,597 5,684,088 5,591,573 
part of the railway or stations | | 
Lines leased (Abstract es " 262,053 | 261,465 345,253 | 344,271 —_ | — os 
} | 
ar 
Lines jointly owned (Abstract 6,763,295 | 6,752,039 10,467,087 | 10,453,321 319,057 | 318,993 335,870 335,348 
m3 i 
Subscriptions to other com- 11,210,698 | 11,321,459 3,975,376 | 3,998,215 4,520,566 4,703,506 545,740 545,740 
panies | | 
| 
Special items— } | 
Northern Counties Railway, 5,917,780 | 5,934,264 | - 
Ireland | | 
County Donegal Railways 163,302 | 164,860 | - — 
Joint Committee | | 
Stamp duty on capital , 84,195 84,195 | 173,249 | 173,249 | 62,878 | 62,878 72,929 | 72,929 
East London Railway Elec- 83,215 | 83,215 - - | — | 
trification 
London Passenger Transport 584,970 | 584,970 | — . _ _ 
Board | | | 
| | | 
Twenty-ton wagons | - — - 1,130,325 | 1,144,523 | _ | 
Parliamentary expenses _... 6,611 6,611 | 10,450 10,450 8,533 | 8,533 | — 








TotaL CaprraL EXPENDITURE ... |£452,843,092 \£454,444,204 £351,554,147 |£351,736,607 |£184,072,638 |£184,695,041 |€167,425,314 £169,144 332 
| | . 
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Table 2—Annual Capital Expenditure to December 31, Years 1935 and 1936 
L.M.S.R. L.N.E.R. G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 | 1936 
Lines OPEN FoR TRAFFIC— £ £ ’ £ £ £ £ } £ 
Land and compensation 15,015 20,234 | Cr. 4,089 | Cr. 8,053 | Cr. 2,037 11,448 | Cr. 10,967 | Cr. 2,645 
Construction of way and sta- 466,755 223,205 138,176 | 127,477 256,358 541,491 924,267 | 1,298,094 
tions, engineering, &c. | 
Law charges and Parliamentary | Cr. 797 | 865 1,802 | 3,449 562 5,987 | 252 | 414 
expenses | 
Transfers 464,231 | 429,171 9,872 | 62,946 _ as 
Total 945,204 | 673,475 145,761 185,819 254,883 | 558,926 | 913,552 1,295,863 
LINES NoT OPEN For TRAFFIC— | | | | | 
Land and compensation | 20 | Cr. 656 | 48,852 | 17,587 | 14,404 
| | | | 
| 
Construction of way and sta- | 8 28,667 | 1,619 | 29,196 
tions, engineering, &c. } | 
Law charges and Parliamentary | 7 - 4,199 1,167 | 1,276 
expenses | | 
aa |_ a ee 
181 Total . 35 | Cr 656 | 81,718 | 20,373 44,876 
§ Lines leased and lines jointly | Cr 56 — | — | 
139 leased (other than “J” 
joint lines)—Total | 
| | 
193 RoLLine-Stock— | | | 
Locomotives 73,592 | Cr. 64,048 | 1,098 | 724 | — } — | | - 
537 | 
Rail motor vehicles Cr. 64,413 5,565 | Cr. 2,105 | Cr. 16,474 | 14,700 | 34,702 | 340,914 
91 | | | 
Carriages 162,825 609,083 | 14,786 20,798 | 65,229 | 165,611 | 115,265 
| | | 
| 
664 Wagons and vans 428,509 651,080 | 26,229 | 60,497 6,063 | Cr. 10,854 | 
912 Service vehicles... | Cr. 5,659 162,595 | 14,934 | 24,273 | | . | 
| | 
Transfers - Cr. 50,140] Cr. 4,069 | | a 
S85 - — —— —— — —_—— _ — - —— i—— —_—_—|_ ~ —————_- —— — 
Total 545,114 1.360.206 | 54,942 | 89,818 85,992 189,459 — | 456,179 
608 | | | 
MANUFACTURING AND REPAIRING | | 
647 Works AnD PLant— | | 
Land and buildings Cr. 4,011 | 13,046 10,450 | 13,899 - — 
A474 | | | 
Plant and machinery 113,169 | 63,794 4,713 | 17,179 — | — 
RP | - - ———— | —_—_—— — — 
Total Cr. 760,016 41,381 109,158 | 76,840 15,163 31,078 | Cr. 899 | — 
700 | — . _ ————$|_ $f $$$] — 
[otal capital expended upon | 730,302 2,075,062 309,861 352,512 355,326 | 861,181 933,026 | 1,796,918 
965 railway 
Horses | C1 4,722 | Cr. 989 — 
250) | | | 
Road vehicles | 24,224 91,395 56,234 | 86,672 | 27,435 48,661 —e | 
892 
Garages, stables, &c. . 94,365 891 | Cr. 10,647 | Cr. 9,333 1,230 1,614 _ | 
573 | | 
Stenbonte | Cr. 9,351 | Cr. 54,529 | 4,902 | Cr. 38,217 —_ 93,865 | Cr. 150,000 
| | 
—_— of 5,899 | Cr. 9,548 | Cr. 1,346 | Cr. 5,705 | Cr. 178 | Cr. 35 - se 
348 
Docks, harbours and wharves .| 30,653 55,122 | 79,923 Cr. 19,885 Cr. 51,623 | Cr. 78,058 389,872 | 165,111 
.740 | 
Hotels | Cr. 14,431 | Cr. 352,332 30,763 4,100 | 78,865 66,455 te | 26 
Electric power, stations, &c. ....| 3,767 Cr. 12,291 1,089 | Cr. 60,191 Cr. 145 | Cr. 482,625 - 
| 
Land, property, &c., not form- | Cr. 377,378 | Cr. 309,616 | Cr. 135,847 | Cr. 135,582 | 12,934 9,125 | Cr. 55,825 | Cr. 92,516 
ing part of the railway or | 
stations | | 
929 Lines leased—Total _.... saeal MAE 931 | Cr 588 | Cr. 1,907 | Cr 981 | - | - —_ 
| | | 
Lines jointly owned—Total ....| Cr. 33 Cr. 11,257 | Cr. 6,650 | Cr. 13,767 | Cr 28 | Cr. 64 | 89 | Cr 521 
Subscriptions to other com- 12,195 110,761 | Cr. 107,730 | 22,838 | Cr 31,648 182,941 | 13 _ 
panies | | | 
Stamp duty on capital... +s o— ; 1,761 | ad = ae “ - 
Northern Counties Railway ....| Cr. 212,781 16,484 | a | — | = 
County Donegal Railways Joint 2,120 1,558 | | — 
Committee 
Twenty-ton wagons —_ - — - } — 14,198 | nae } as 
—— eSeSsSe_Q_Q_Q_xS ee - -|— —— - — —EE = — | — ee eee 
332 ToTraL CAPITAL EXPENDITURE £288,315 £1,601,112 £220,406 £182,461 £387,446 | £622,404 £1,361,040 £1,719,018 
| 
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Table 3—Revenue Receipts and Expenditure of the whole undertaking, Years 1935 and 1936 
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Financial and Operating Results of 



































L.M.S.R. L.N.E.R. | G.W.R. | Southern 
| 
RaILway 1935 | 1936 1935 1936 1935 1936 1935 } 1936 
Gross Receipts (per Account | £61,658,170 | £64,462,842 | £45,145,649 £46,883,485 £25,738,314 | £26,729,440 | £20,647,676 | £21,256.414 
No. 10) | | | | 
Per cent. on capital expended 16-02 | 16-66 |; 15-61 | 16-19 17-12 17-68 | 14-57 |} 14-8] 
| 
: = | | | | 
Expenditure (per Account No. 10)) £49,521,464 | £51,211,001 | £37,156,391 | £38,154,992 | £20,760,062 | £20,814,141 £16,093,177 | £16,474,21] 
Per cent. of gross receipts .. | 80-32 | 79-44 | 82-30 81-38 80 -66 77°87 77-94 77-50 
Net receipts (per Account No. 10) | £12,136,706 | £13,251,841 | £7,989,258 £8,728,493 £4,978,252 £5,915,299 £4,554,499 | £4.782.203 
Per cent. on capital expended 3-15 | 3-43 2-76 3-01 3°31 3°91 3°21 3°33 
| 
RoaD TRANSPORT— 
| | 
. | | 
Gross receipts (per Account| £368,536 | £396,400 | £182,195 £201,387 £71,852 £85,080 23,263 £24,278 
No. 11) | 
— | 
Expenditure (per Account No. uy £309,133 | £329,067 | £152,538 £169,709 £65,489 £69,307 £16,427 £17,319 
| 
Per cent. of gross receipts “| 83-88 83-01 | 83-72 84°27 91-14 81-46 70-61 71-34 
‘ , | 
Net receipts or expenditure (per | £59,403 | £67,333 | £29,657 £31,678 £6,363 £15,773 £6,836 £6,959 
Account No. 11) | 
STEAMBOATS— | | 
Gross receipts (per Account| £1,397,103 £1,468,095 £751,434 £815,599 £318,414 £318,651 £1,106,178 £1,124,800 
No. 12) | 
Per cent. on capital expended | 47-86 51-25 | 25-30 27-82 76-73 76-78 37 -66 | 40-35 
Expenditure (per Account No. 12)| £1,136,651 £1,175,456 £795,908 £794,881 £301,084 £301,056 £998,943 £1,023,741 
i (7 
; | 
Per cent. of gross receipts id 81-36 80-07 | 105-92 97 -46 94-56 94-48 90-30 91-02 
Net receipts or expenditure (per £260,452 | £292,639 loss £44,474 £20,718 £17,330 £17,595 £107,235 £101,059 
Iccount No. 12) 
Per cent. on capital expended | 8-92 10-22 — 0-71 4-18 4-24 3°65 3-63 
CANALS 
Gross receipts (per Account £117,740 £118 449 | £37,067 £36,203 £13,894 £14,256 £1,890 £1,799 
No. 13) } | 
Per cent. on capital expended 1-96 1-97 2-83 2-78 1-84 1-89 2-43 2-32 
I I 
Expenditure (per Account No. 13) £134,722 £137,753 £51,203 £49,456 £32,604 £31,346 £1,515 £883 
Per cent. of gross receipts . 114 116 | 138 137 235 220 80 49 
Net receipts or expenditure (per | loss £16,982 | loss £19,304 | loss £14,136 | loss £13,253 | loss £18,710 | loss £17,090 £375 £916 
Account No. 13) } 
Per cent. on capital expended ~ - — — — 0-48 1-18 
| 
Docks, HARBOURS AND WHARVES- 
Gross receipts (per Account £905,569 £991,335 | £2,655,566 | £2,735,031 | £1,947,783 | £1,886,021 | £1,099,984 | £1,200,139 
No. 14) 

Per cent. on capital expended 8-98 9-78 | 10-20 10-52 9-23 8-10 8-10 8-74 
Expenditure (per Account No. 14)| £890,735 | £978,506 | £2,540,750 £2,551,385 | £1,901,100 £1,766,320 £769,974 £842,486 
Per cent. of gross receipts 98 -36 98-71 95-68 : 93-29 97 -60 93 -65 70-00 | 70-20 

| | } | 
Net receipts (per Account No. 14) | £14,834 £12,829 £114,816 | £183,646 | £46,683 £119,701 £330,010 | £357,653 
| 
Per cent. on capital expended | 0-15 0-13 0-44 | 0-71 0-22 0-57 2°43 2-60 
Horets aNnD REFRESHMENT | 
Rooms AND CARS WHERE 
CATERING IS CARRIED ON | | 
BY THE CompANY— 
Gross receipts (per Account | £2,861,859 | £2,985,241 | £1,839,018 | £1,953,549 | £699,457 £744,785 | £128,923 | £139,900 
No. 15) | 
Per cent. on capital expended 53-96 | 60-30 67-40 71-49 242 210 9-29 | 10-08 
Expenditure (per Account No. 15), £2,482,242 | £2,596,369 | £1,714,727 | £1,789,403 £620,871 | £666,487 | £123,188 | £131,190 
Per cent. of gross receipts ..... 86-73 86-97 | 93-24 | 91-60 88-76 | 89-49 95-57 93-77 
Net recevpts (per Account No. 15) £379,617 £388,872 | £124,291 | £164,146 | £78,586 | £78,298 | £5,735 £8,710 
Per cent. on capital expended 7°16 7-85 | 4-56 | 6-01 | 27 | 22 | 0-41 0:63 


(Continued on 


next page) 
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d ; Table 3—Revenue Receipts and Expenditure of the whole undertaking, Years 1935 and 1936—Continued 
| L.M.S.R. L.N.E.R. | G.W.R Southern 
‘ al ; | ; 7 7 a | 
( ee ee 1935 | 1936 1935 | 1936 | 1935 1936 1935 1936 
eae ae (per es £2,133,640 | £2,275,451 | £1,208,005 | £1,318,654 | £996,725 | £982,534 £507,914 £519,195 
— (per Account No. | £2,528,785 | £2,682,248 | £1,533,749 | £1,636,298 | £1,127,277 | £1,180,186 £462,990 £499,024 
Per cent. of gross receipts | 118-52 | 117-88 126-97 | 124-08 | 113-10 120-12 91-16 96-11 
Net receipts (per account No. 16)|loss £395,145 |loss £406,797 hoss £325,744 |loss £317,644 ™ £130,552 |loss £197,652 £44,924 £20,171 
Arr TRANSPORT | | | 
~~ (per Account....| £12,626 | £20,856 | . | | £2,183 £2,265 £1,196 £1,543 
— (per Account No..... £39,902 £48,738 | - | | £9,117 £10,977 £10,184 £5,891 
Por cont. of gross receipts 316 234 _~ | 418 485 852 382 
| | 
Loss (per Account No. 17) | loss £27,276 | loss £27,882 | - | | loss £6,934 | loss £8,712 | loss £8,988 | loss £4,348 
CapiraL EXPENDED ...| £452,843,092 le454,444,204 \£351,554,147 2351,730,007 [£184,072,638 |£184,695,041 £167,425,314 |£169,144,332 
loraL— | | | 
wi — (per Account | £69,455,245 | £72,718,669 | £51,818,934 | £53,943,907 | £29,788,622 | £30,763,032 | £23,517,026 | £24,268,069 
fwrcut.cegitvueated| wee | 0-00 | 474 | 15-34 | 16-18 | 16-66 14-05 14-35 
Expenditure (per Account No. 8) | £57,043,635 | £59,159,138 | £43,945,267 | £45,146,124 | £24,817,604 | £24,839,821 | £18,476,400 | £18,994,747 
Per cent. of gross receipts 82-13 81°35 84-8] | 83-69 83°31 80°75 | 78-57 | 78-27 
Net receipts (per Account No. 8) | £12,411,610 | £13,559,531 -7,873,667 £8,797,783 | £4,971,018 £5,923,211 | £5,040,626 | £5,273,322 
Per cent. on capital expended 2-74 2-98 2-24 2-50 2-70 3-21 | 3-01 | 3°12 
Table 4—Receipts in Respect of Railway Working (per Account No. 10), Years 1935 and 1936 
| L.M.S.R. L.N.E.R. G.W.R. | Southern 
7 P. = SeenneRan Ganeenen 
PASSENGER TRAIN TRAFFIC— 1935 1936 1935 1936 1935 1936 1935 1936 
Passengers, including season | £18,662,658 | £19,421,208 | £12,135,172 | £12,578,791 | £7,812,446 | £8,094,427 | £13,387,487 | £13,890,113 
iitill iacslieaioal ie | 
Per ok hear aie 30-55 30-43 | 27-10 27-05 | 30-63 30-56 65-60 66-11 
Mails, parcels under 2 cwt., | £6,479,717 | £6 541.983 | £4,331,095 | £4,391,762 | £2,897,258 | £2,967,855 | £2,238,878 | £2,199,889 
parcels post excess luggage, | 
and other merchandise, per | 
Pm psn yr aie receipts . -| 10-61 10-25 9-67 9-44 | 11-36 11-21 10-97 10-47 
Total passenger train receipts il £25,142,375 | £25,963,191 | £16,466,267 | £16,970,552 | £10,709,704 £11,062,282 | £15,626,365 | £16,090,002 
Per cent. of traffic receipts ...| 41-16 40-68 =| 36-77 | 36-49 41-99 | 41-77 76-57 76-58 
Goons Train TRAFFIC— | | | | 
Merchandise (excluding classes | £17,513,346 | £18,372,763 | £11,634,123 | £12,176,897 | £7,048,841 | £7,467,038 £2,432,181 £2.564,256 
~ ae of traffic receipts 28-68 28-79 | 25-98 | 26-19 | 27-64 | 28-19 11-92 12-21 
Minerals and merchandise | £5,498,158 | £6,066,728 | £4,498,424 | £4,672,414 | £2,228,813 | £2,335,950 £692,725 £666,555 
Raita 20 
Per peep rie receipts | 9-01 | 9-51 | 10-04 10-05 8-74 | 8-82 3°39 3°17 
Coal, coke and patent fuel ...| £12,327,875 | £12,779,764 | £11,817,328 | £12,305,218 £5,279,986 | £5,340,805 £1,594,259 £1,624,784 
Per cent. of traffic receipts ..... 20-19 20-03 | 26-39 26-46 | 20-70 20°17 7-81 7-74 
Live Stock iaaa —_ a £578,273 | £630,853 £368,427 £376,613 | £236,522 | £277,420 £63,597 £63,672 
Per cent. of traffic receipts a 0-96 | 0-99 0-82 0-81 | 0-93 1-05 0-31 0-30 
Total goods train receipts oa £35,917,652 £37,850,108 | £28,318,302 | £29,531,142 £14,794,162 | £15,421,213 £4,782,762 £4,919,267 
Per cent. of traffic receipts ....| 58-64 | 99-32 | 63-23 | 63-51 | 58-01 58-23 | 23 -43 | 23-42 
Toran Trarric Recerers | £61,060,027 | £63,813,299 | £44,784,569° £46,501,604 | £25,503,866 | £26,483,495 "£20,409,127 | £21,009,269- 
| | 
Miscellaneous | £598,143 | £649,542 | £361,080 £381,791 | 234,448 £245,945 £238,550 £247,145 
TotaL RECEIPTS IN RESPECT OF £61,658,170 | £64,462,841 | £45,145,649 | £46,883,485 | £25,738,314 | £26,729,440 | £20,647,677 | £21,256,414 
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(Continued from page 610) 

and siding accommodation at various plates. The sum of 
£45,000 went towards the new Motspur Park and Leatherhead 
line. Electric rolling stock cost £456,000, and £165,000 was 
spent on the Southampton Docks extension. A credit of 
£150,000 was taken for the sale to the A.L.A. company of 
the train ferry vessel Twickenham Ferry, and of £92,000 in 
respect of land sales. 

The prospective capital expenditure of the L.M.S.R. in 1937 


is £2,659,000 including £1,197,000 on way and works, mostly machinery £98,000. The sum of £38,000 will be spent 
Table 5—Number of and Receipts from Passengers and Average Receipt per Passenger, Years 1935 and 1936 
L.M.S.R. L.N.E.R. | G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
OrpINnaRY PassENGERS— | 
| 
First class— . 
Number 3,740,912 3,919,825 2,581,739 2,720,302 | 1,052,992 1,113.135 4,065,938 4,336,915 
; 
teceipts £1,162,885 £1.312,519 £759,627 | £829,022 | £461,515 £496,954 £821,777 £892,547 
Average per passenger 6/2-61 6/8 -36 5/10 -62 6/1-14 | 8/9-19 8/11-15 4/0-51 4/1-39 
Second class— | 
Number 8,636 8,391 1,159,797 1,076,271 | - 383,437 | $20,945 
Receipts £110 | £106 | £86,531 | £96,510 | £281,217 | £311,210 
Average per passenger 3 -06d. 3°03d. 1/5-91 1/9-52 14/8-02 | 14/9-44 


Third class— 


Number 226,101,658 | 230,014,921 | 153,645,560 


Receipts £14,079,412 | £14,648,329 | £8,879,114 

Average per passenger 1/2-94 | 1/3-28 1/1-87 
WorKMEN’s Tickets 

Number 84,355,264 88,119,233 43,618,557 


Receipts £1,140,070 £1,198,067 £659,114 


Average per passenger ; 3°24d. 3-26d 3-63d. 
TOTAL 
Number 314,.206.470 | 322 062.370 | 201,005,653 


Receipts £16,382.477 £17.159.021 £10,384, 386 


Average per passenger 1/0-51 1/0-79 1/0-40 
Season Tickets 
First class \ 
Number 19,662 18,827 14,969 | 


Receipts £525,525 £324,898 


Second class 
Number 


Leceipts £395,047 


Third class- 


Number 105,661 


Receipts stOT,7 00 £1,030,841 


TOTAL 


Number 214,339 214,114 | 152,403 


Receipts £2,280,181 £2,262,187 £1,750,786 


£18,662,658 | £19,421,208 


TotaL Recerpts £12,135,172 
SENGERS, 
TICKETS 


Pas- 
SEASON | 


FROM 
INCLUDING 


31,773 


Financial and Operating Results of 

















































of a terminal nature, £940,000 on rolling stock, £75,000 
on workshops, £121,000 on road vehicles and garages, 
£61,000 on docks, £192,000 on the hotels at Leeds and Ma: 
chester, and £82,000 in other ways. 


The L.N.E.R. has a very heavy programme of expendi 
ture, totalling £4,900,000. Way and works will « 
£1,254,000, of which £500,000 represents works schedul 
to the London Passenger Transport (Agreement) Act, 1935. 
Rolling stock is to cost £3,086,000, and new workshop 


156,499,748 85,527,639 85,237,657 | 155,548,290 | 156,950,182 


| £9,246,121 £6,437 ,437 £6,676,809 £8,510,429 


| . . _— 
|} 1/2-18 | 1/6-06 1/6-80 1/0-77 1/1-01 


46,205,330 26,621,992 27,180,079 68,021,996 71,685,268 


£695,360 £320,101 £323,573 £1,038,463 £1 099,752 
3-61d. 2-89d. 2 -86d. 3 -66d. 3-68d. 


206,501,651 | 113,202,623 | 113,530,871 | 228,019,661 | 233.393,3 10 


£10,867,013 £7,219,053 £7,497.336 | £10,414,992 | £10.815,938 


1/0-63 1/3-31 1/3°85 10 -96d. 11 -12d. 
| 
| | 
| 
14,453 | 3,611 3,482 20,106 | 20,761 
£310,659 | £97,443 £93,308 £548,796 | £558,297 
| | 
32,280 - - 


| 


£392,186 | 








106,940 64,565 64,628 181,929 190,687 




















£1,008,933 £495,950 £503,783 £2,423,699 | £2,517,878 






| 153.673 68,176 68,110 | 202,035 211,448 








£2,972,495 | £3,076,175 


£1,711,778 | £593,393 £597,091 





| £8,094,427 £13,387,487 | £13,890,113 


| £12,578,791 | £7,812,446 
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0 1 road vehicles, £259,000 on docks, and £149,000 on the £20,000 to steamboats; £3,000,000 more is to be spent on 
electrification of the line from Harrow to Rickmansworth.  €lectrification in subsequent years. A prospective expendi- 
In subsequent years £530,000 will be spent on this piece ture of more than £10,500,000 in 1937 by the four — 
electrification, and nearly £7,000,000 is scheduled in ©ompanies betokens confidence in the future prosperity of the 
spect of subsequent expenditure on works in connection railways, and this outlay will in itself create very consider- 
ith the London Passenger Transport Act. It should be able additional employment, thus adding to the general 
noted, however, that Mr. Whitelaw, speaking at the annual prosperity of the country. 
eting of sharebolders March 5, hinted < , ssibilitv P 
eeting of shareholders on March 5, hinted at the possibility -papje 11I—Revenue Receipts and Expenditure of the 
f some modification of the works programme on account T : 
; increased costs. Whole Undertaking 
The Great Western forecasts an expenditure of £1,324,000 The increase of £7,000,000 in receipts from all sources 
icluding £1,050,000 on way and works, £28,000 on rolling has been contributed by the four companies as under :— 
stock, £52,000 on workshops and plant, £72,000 on road 1936 1935 Increase Increase 
vehicles, and £122,000 on hotels at Looe and Paddington. £ £ £ Per cent. 
Prospective expenditure in future years amounts to L.M.S.R. 72,718,669 69,455,245 3,263,424 4-70 
£3,293,000 of which three-fourths is in respect of new lines. L.N.E.R. 53,943,907 51,818,934 2,124,973 4-10 
The Southern estimate for 1937 is £1,690,000; £1,000,000 G.W.R 30,763,032 29,788,622 974,410 3°27 
goes to electrification, £300,000 to station improvements S.R. NS TR re wien 
L995 var line »145 > : oes 
+225,000 to new lines, £145,000 to Southampton Docks, and 181,693,677 174,579,827 7,113,850 4-07 
Table 6—Tonnage, Receipts and Average Receipt per ton from Merchandise (excluding Classes 1-6), Minerals and Merchandise 
. (Classes 1-6), and Coal, Coke and Patent Fuel, and Total Goods Train Receipts, Years 1935 and 1936 
L.M.S.R. L.N.E.R G.W.R Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
0 MERCHANDISE (excluding classes | i 
]-6)— | | 
| | 
Tonnage 26,564,033 | 28,483,279 19,959,368 21,432,362 12,209,989 | 12,774,314 4,678,149 | 4,860,555 
> . | 
32 Receipts .... £17,513,346 | £18.372.763 | £11,634,123 | £12.176,897 | £7,048,841 | £7,467,038 | £2,432,181 | £2,564,256 
9 Average per ton 13/2-23d. | 12/10-8ld.} 11/7-89d. 11 /4-36d. 11/6-55d. | 11/8-29d. 10/4°78d. 10 /6- 62d. 
| | 
Percentage of total goods 48-76 | 48-54 41-08 $1-23 47-65 |} 48-42 50-85 52-13 
train receipts | 
| } | 
MINERALS AND MERCHANDISE | | | 
(classes 1-6)-— 
ibs | | | 
; Tonnage 26,150,885 28,909,393 | 23.783.064 25,646,508 | 10,084,014 | 10,930,731 3,533,421 3,403,691 
>? | | 
- | | | | 
Receipts .... £5,498,158 | £6,066.728 | £4.498,424 | £4,672.414 | £2,228,813 | £2,335,950 £692,725 £666,555 
Average per ton 4/2 -46d. 4 2-36d. 3/9-39d. 3/7-72d. 1/5-05d 4 3-29d. 3/11-05d. 3/11-00d. 
10 Percentage of total goods 15-31 16-03 15-89 15-82 15-06 15-15 14-49 13-55 
train receipts 
te) 
Coa, COKE AND PaTEentT FuEL— 
Tonnage 73,113,798 75,031,135 | 79,852,697 | 82,779,884 | 42,461,608 | 41,384,154 8,417,254 8,584,469 
Receipts £12,327,875 | £12,779,764 | £11,817,328 | £12,305,219 £5,279, 986 £5,340,805 £1,594,259 £1,624,784 
| | | 
1 Average per ton 3/4-47d 3,4-88d. 2/11 -52d. 2 11-68d. 2/5-84d. 2 6-97d. 3/9-46d. 3/9-42d. 
6 | | 
= Percentage of total goods | 34-32 33°76 $1-73 41-67 | 35-69 34°63 33-33 | 33°03 
vt train receipts | } 
tei 
Toran 
Tonnage 125,828,716 | 132,423,807 | 123,595,129 | 129,858,694 | 64,755,611 65,089,199 | 16,628,824 | 16,848,715 
' ° | 
Receipts .. ...| £35,339,379 | £37,219,255 | £27,949,875 | £29,154,530 | £14,557,640 | £15,143,793 | £4,719,165 | £4,855,595 
} | | | 
87 Average per ton | 5/7-40d. |  5/7-45d. 4/6-27d. 4/5-88d. | 4/5-95d. |  4/7-84d. 5/8-Md, | 5/9-17d. 
| 
1S Live Stock— “4 | | 
| | 
- Number | 6,492,867 | 6,697,412 4,205,823 | 4,385,035 | 2,410,156 2,482,238 693,359 | 684,580 
[75 Receipts .... | £578,273 £630,853 | £368,427 | £376,612 | £236,522 | £277,420 £63,597 | £63,672 
io | | | 
Percentage of total goods | 1-61 1-67 1-30 1-28 | 1-60 | 1-80 1-33 1-29 
=a train receipts | 
113 E a Se eee _ sachacenadinals 
Toran Goops Train Recerpts | £35,917,652 | £37,850,108 | £28,318,302 | £29,531,142 £14,794, 162 £4,782,762 £4,919,267 


XUM 


| £15,421,213 | 
| 
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The results of the various businesses have been as follow:— The high percentage increase in Air Transport receipts is 
= to be expected, likewise the increase in Road Transport 
1936 1935 Increase Increase 5 : : Si . 
f : r ar eeeat revenue, but neither of these services contributes much to 
Railway _. 159,332,181 153,189,810 6,142,371 4-01 the undertaking as a whole. 
Road transport 707,145 645,846 61,299 9-49 The net receipts of the four group companies show 
Steamboats a 3,727,145 3,573,129 154,016 4-31 provements as under :— 
Canals .. ~ 170,707 170,591 116 0-07 1936 1935 Increase Increas: 
Docks, harbours £ £ f Per cent 
and wharves 6,812,526 6,608,903 203,623 3-08 L.M.S.R. .. 13,559,531 12,411,610 1,147,921 9-25 
Hotels, &« ae 5,823,475 5,529,258 294,217 5-32 L.N.E.R a 8,797,783 7,873,667 924,116 11-74 
Collection and G.W.R. .. od 5,923,211 4,971,018 952,193 19-15 
delivery - 5,095,834 4,846,285 249,549 5-15 S.R. a ‘it 5,273,322 5,040,626 232,696 4-62 
Air transport .. 24,664 16,005 8,659 54-10 —_— _ - a 
, 33,553,847 30,296,921 3,256,926 10-75 
181,693,677 174,579,827 7,113,850 4-07 (Text continued on page 619) 
Table 7—Originating Freight Traffic, Years 1935 and 1936 
ams a ——— tate eo = a —— — Selena 
L.M.S.R. L.N.E.R. | G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
Tons Tons Tons Tons Tons Tons Tons Tons 
Merchandise (excluding Classes 17,052,158 18,319,448 14,903,022 16,097,741 | 8,531,904 8,921,891 2,841,433 2,929,427 
1-6) 
Minerals and merchandise | 21,151,859 | 23,267,959 | 19,271,431 | 20,663,464 7,069,014 7,683,969 1,735,935 | 1,642,915 
(Classes 1-6) } 
Coal, coke and patent fuel 59,921,640 60,789,038 70,244,913 72,970,805 | 34,986,240 | 33,662,866 3,531,210 | = 3,514,463 
Total 98,125,657 | 102.376.445 | 104,419,366 | 109,732,010 | 50,587,158 | 50,268,726 8,108,578 | 8,086,805 
Principal 1'raffics— 
| 
Bricks, blocks and tiles 2,237,746 | 2,263,221 2,514,300 2,337,357 416,820 412,170 165,138 131,909 
Cement and lime | 1,204,683 | 1.287.630 765,099 806.866 501,824 583,867 | 230,584 | 199,444 
| 
| | = oy 
Creosote, tar and pitch 807,499 | 838.907 631,956 | 667,131 174,136 | 218,574 141,524 125,093 
| } | | 
| | Sin teenies eso | en 
Grain, flour and milling offals 626,415 | 670,390 1,316,599 | 1,305,422 | 1,040,938 | 1,073,815 190,348 | 174,557 
Gravel and sand : | 957,568 964,330 555,486 | 606,238 | 157,384 | 170,158 168,553 | 109,961 
| _ } 
Iron and steel blooms, billets, | 1,159,076 1,403,085 1,445,178 | 1,557,756 1,013,858 | 1,185;790 4,294 5,781 
ingots, &c. | | 
[ron and steel scrap 2,095,272 2,425,944 1,373,806 1,643,287 | 785,248 909,971 129,690 148,305 
| | } 
Iron and steel, other descrip- | 2,814,342 3.284.480 | 2,573,621 | 3,175,376 | 1,409,739 1,533,278 28,546 34,236 
tions | | 
Iron ore , 3,805,918 4,241,707 4,474,883 | 5,068,316 | 769,330 | 1,072,718 3,136 8,686 
| i , 
Iron, pig | 1,589,258 | 1,909,795 833,054 | 1,106,609 | 398,217 443,375 1,342 860 
Limestone and chalk 2 299,915 2,600,916 1,414,550 1,540,664 | 291,826 | 378,344 68,971 70,676 
| | | } 
Manure, packed . 235,827 | 242.034 574,646 | 601,442 | 98,865 | 103,683 137,254 123,113 
Oil cake .... ; ; 393,659 | $75,301 396,585 370,273 | 155,015 | 242,593 | 60,842 | 58,600 
| | | j | 
Road making and road repair- 1,719,984 | 1,772,310 639,217 | 664,125 1,041,364 | 833,333 277,771 248,607 
ing material | 7 : «<2 
Round timber, including mining 339,243 370,681 1,116,853 | 1,184,448 | 805,823 796,354 46,748 | 42,777 
= mi en es 
Timber, other than round 795,176 835.618 | 798,540 | 872,942 201,570 | 232,824 | 97,077 | 113,630 
| abt | waited : 
Vegetables 339,835 356,267 | 1,988,550 | 1,546,895 | 147,377 | 122,000 62,591 49,003 
Live Stocl. Heads Heads Heads Heads Heads | Heads Heads | Heads 











9,820 | 6,942 6,346 13,315 | 12,200 4,249 5,196 





Horses 9,256 





Cattle ‘ 1,091,281 | 1,152,192 869,247 897,044 | 384,665 404,097 115,730 102,103 





















Calves 108,272 114,139 93,536 | 94,142 | 85,493 92,859 | 12,240 10,875 
Sheep and lambs aed 2,928,761 2,957,273 1,714,608 | 1,653,259 684,180 | 723,594 286,592 275,510 
Pigs | 496,774 490,086 685,879 | 779,259 488,218 | 526,179 165,277 | 166,002 
Miscellaneous | 181 246 300 459 37 | 17 | 3 | 39 

Total sca : 4,635,089 4,723,192 | i 3,370,512 | "3,430,509 1,655,908 1,758,946 584,091 | 559,745 
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the British Group Railways in 1936 


A.—MAINTENANCE OF Way AND 
Works. 
Per cent. of traffic expen- 
diture 
2.—MAINTENANCE OF ROLLING- | 
Stock. 
Per cent. of capital expen- 
diture on rolling-stock. 
Per cent. of traffic expen- 
diture 
C.—LocomotTiveE Runyine Ex- 
PENSES. 
Per cent. of traffic expen- 
diture. 


1).—TRraFFIc EXPENSES . 


Per cent. of traffic expen- 
diture. 
E.—GENERAL CHARGES .... 


Per cent. of traffic expen- 
diture. 
Law CuARGES 


Per cent. of traffic expen- 
diture. 
PARLIAMENTARY EXPENSES 
Per cent. of traffic expen- 
diture. 
COMPENSATION 


Per cent. of traffic expen- 
diture. 
RaTES TRIBUNAL 


Per cent. of traffic expen- 
diture 
RaTES, TAXES AND 
RENT CHARGES 
Per cent. of traffic expen- 
diture 
RaILway FREIGHT 
BATES FuND 
Per cent. of traffic ex- 
penditure 
NATIONAL INSURANCE ACTS 


| 


TITHE 


RE- | 


Per cent. of traffic expen 
diture 


G.—Runnino Powers (BALANCE) | Cr. 


Per cent. of traffic expen- 
diture 
TotaL TRAFFIC EXPEND! 
TURE 
Per cent. on traffic receipts 


Per train-mile 


H.—MILEAGE DEMURRAGE AND 
Wacon Hire (BALANCE) 
MISCELLANEOUS 


Total expenditure 


Per cent. on receipts in re- 
spect of railway working 
Per train-mile 





Cr. 


L.M.S.R. 





1935 
£6,876,174 


13-90 
£8,096,444 
13 -62 
16-36 
£12,066,203 
24-38 
£18,168,244 
36-72 
£2,327,231 
4-70 
£61,778 
0-13 
£14,071 
0-03 
£338,620 
0-68 
£4,878 
0-01 
£266,613 
0-54 
£796,248 


1-61 


0-96 
£7,984 

0-02 

£49,483,778 
81-04 

6s. 5-42d, 

£11,394 


£49,080 


£49,521,464 
80-32 


6s. 5-48d. 


1936 
£7,155,188 


13-99 
£8,356,297 
13-75 
16-33 
£12,691,195 
24-81 
| £18,674, 190 
36-50 
£2,359, 705 
4-6] 
£68,457 
0-13 
£12,677 
0-03 
£364,641 
0-71 
£4,500 
0-0] 
£216,325 


()-42 


£748,319 | 


1-46 


£519,464 | 


1-02 
Cr. 

0-02 
£51.161,758 

80-17 
6s. 5-68d. 


£4,038 


£45,205 | 


£51,211,001 
79-44 


6s. 5: 76d. 


£9,200 | 
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Table 8—Expenditure in respect of Railway Working, Years 1935 and 1936 
L.N.E.R G.W.R. Southern 
1935 1936 1935 1936 1935 1936 
£4,837,661 £5,097,420 £3,111,822 £3,041,298 | £3,154,269 £3,284,682 
| 12-97 13-31 15-05 14-67 | 19-63 19-97 
£7,763,798 £8,491,893 £3,172,185 | £3,216,102 | £2,398,604 £2,386,244 
16-52 18-30 14-96 15-03 13-88 13-45 
20-81 22-18 15°34 15-52 14-93 14-51 
| £9,114,257 £9,417,259 £4,954,525 £5,095,170 £4,077,234 £4.208,090 
| 24-43 24-60 23-96 24-58 25-37 25-58 
£12,448,371 | £12,719,385 £7,159,312 £7 340,122 | £4,952,788 £5,078,042 
| 33-37 33-22 34-61 35-42 | 30-82 30-87 
£1,255,635 | £1,273,089 £961,541 £995,928 | £747,051 £756,030 
3°37 3°33 4-65 4-81 4-65 4-59 
£42,140 £43,101 £28,065 £29,744 | £30,310 £34,146 
0-11 0-11 0°13 0-14 | 0-19 0-21 
£1,815 £3,536 £842 £4,406 £2,000 £2,000 
0-01 0-02 | 9-01 0-01 
£239,616 | £226,671 £121,212 £141,007 | £60,894 £73,474 
0-64 0-59 0-59 0-68 | 0-38 0-45 
£3,809 £3,681 £2,372 £2,368 | £2,173 £2,043 
0-01 0-01 0-01 0-01 | 0-01 0-01 
£363,347 £195,360 £277,247 £197,935 | £119,940 £113,232 
0-97 0-51 1-34 0-96 0-75 0-69 
£983,557 | £531,154 £818,565 £570,000 | £370,681 £341,337 
2-64 1-39 3-96 2-75 | 2-31 2-08 
£383,151 £419,216 £217,522 £239,214 £146,122 £164,573 
1-03 1-09 1-05 1-15 0:91 1-00 
Cr. £129,713 | Cr. £134,539 | Cr. £143,619 | Cr. £147,075 £7,403 £5,393 
0-35 0-35 0-69 0-71 0-04 0-03 
£37,307,444 | ¢38,287,226 £20,681,591 £20,726,219 “£16,069,469 £16,449,286 
| 83-30 82-34 81-09 78-26 78-74 78-30 
6s. 9-73d. 6s. 9-34d. 6s, 4°59d. 6s. 1-87d. 4s. 9-76d. 4s. 9-83d. 
Cr. £196,071 | Cr. £171,187 £76,492 £84,829 £18,255 £19,631 
£45,018 | £38,953 £1,979 £3,093 £5,453 £5,295 
'£37,156,991 | £38,154,992 | £20,760,062 | £20,814,141 | £16,093,177 | £16,474,212 
82-30 81-38 80-66 | 77-87 77-94 77-50 
6s. 9-40d. 6s. 9-06d. 6s, 4-88d. | 6s. 2-18d. 4s. 9-84d. 4s. 9-92d. 
| 











































Miles of line maintained reduced 
to single track (including sid- 
ings) (per Statistical Return X) 


Train mileage (per Statistical 
Return XIIs) 

Traffic receipts (per Account 
No. 10) 

SUPERINTENDENCE (SALARIES 


AND OFFICE EXPENSES) 
Per mile of single track 


Per train-mile 


AND WorRKS 
Per mile of single track 


Per train-mile ‘ 
MAINTENANCE OF PERMANENT 
Wayr— 
ComMPLETE RENEWALS— 


newed (per Statistical Re- 
turn X) 
Wages 


Per mile of single track 

Per mile of single track re- 
newed 

Per train-mile 

Materials 

Per mile of single track 
renewed 

Per train-mile 


Engine power and 
repairs 


Per mile of single track 


wagon 


Per mile of single track 
renewed 
Per train-mile 
Total 
Per mile of single track 
renewed 
Per train-mile 


Percentage of capital ex- 
penditure on way and 


Per mile of single track 








Per train-mile 











Materials 







Per mile of single track 





Per train-mile 





Engine power and 
repairs 


Per mile of single track 





Per train-mile 








Per mile of single track | 


MAINTENANCE OF Roapbs, BRIDGES 


Mileage of single track re- | 


Per mile of single track | 


works (per Account | 
No. 4) 
REPAIRS AND ParTIAL ReE- 
NEWALS— 
Wages 


| 


wagon | 


} 


L.M 


1935 


19,157 


153,404,042 | 


£61,060,027 
£484,647 
£25-30 
0-76d. 
£813,337 
£42 -46 


1 -27d. 


534 


£295,915 
£15-45 
£554 
0 -46d. 
£890,294 | 
£46 -47 
£1,667 
1 -39d. 
£67,579 
£3 -53 
£127 
0-11d. 
£1,253,788 
£65 -45 
£2,348 
1 - 96d. 


0-40 


£2,017,070 
£105-29 | 
3° 16d. 
£576,921 
£30 -12 

0-90d. 

£100,775 | 
£5 -26 


0-16d. 


S.R. 


1936 


19,125 | 
| 


| £63,813,299 


£509,769 | 


£26-66 
0-77d. 
£874,902 
£45°75 


| 1-33d. 


| 


583 


£336,613 
£17-60 

£577 
“Sid. 

£865,554 
£45-26 


£1,485 


£77,525 


£4-05 
£133 
0- 12d. 


£1,279,692 
£66-91 
£2,195 
1-95d. 


0-44 


£2,032,833 
£106-29 
3-09d. 
£568,211 
£29-7] 
0- 86d. 
£106,315 
£5-56 


0- 16d. 


158,061,676 
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L.N.E.R. 


1935 1936 


16,306 16,303 


109,549,886 | 112,964,749 
£44,784,569 


£305,614 £308,448 


£18-74 £18-92 
0-67d. 0-65 
£545,883 £596,929 
£33-48 | £36-61 
1 -20d. ] - 27d. 
254 276 
£152,582 £170,063 
£9 -36 £10-43 
£601 | £616 
0-33d. 0- 36d. 
£406,353 £454,140 
£24 -92 £27-86 


£1,599 £1,646 
0-89d. 0-97d. 
£26,289 £29,525 
£1-61 | £1-81 
£104 £107 
0-06d. | 0-06d. 
£585,224 | £653,728 
£35 -89 | £40-10° 
22,304 | 22,369 
1 -28d. | 1- 39d. 
0-25 0-28 


£1,586,122 


£97 


29g 


te 
r= 
om 
ow 


3°37d. 


£474,973 


£28 -95 £29-13 


1 -03d. 1-Old. 
£51,040 | £55,723 
£3-13 £3-°42 
0-1ld. 0- 12d. 


next page) 


| 





£46,501,694 | £25,503,866 





Financial and Operating Results of 


G.W.R. 


1935 | 1936 


8,675 8,686 | 


64,804,301 


| 
67,344,140 | 
£26,483,495 | 


£182,873 £183,797 | 
£21-08 £21-16 


0-68d. | — 0-65d. 
£375,199 | £380,533 
£43 -25 , £43-81 


1-39d. 1- 36d. 


271 275 | 
£137,802 £138,504 
£15-88 £15-94 | 

£508 £504 | 
0-51d. 0-49d. 
| 
£440,328 £443,050 | 
£50-76 £51-01 
£1,625 £1,611 
1 -63d. 


1-58d. | 
| 


£24,113 £24,161 
£2-78 


£89 £88 | 
0-09d. | 
| 


£602,243 


0-09d. 
£605,715 


£69 -42 £69-73 


| 
| 
| 
| 


£2,222 £2,203 
2-234 | 2- 16d. 
| 
0-48 | 0-48 
£934,187 | £918,778 
£107 -69 | £105-78 


3-46d. 3-28d. 


£168,867 £158,055 


£19-47 £18-19 





0-62d. | 0- 56d. | 
£18,606 | £58,977 
72-14 | £6-79 | 
0-07d. | 0-21d. | 

1 


Table 9—Maintenance and Renewal of Way and Works, Abstract “A,” Years 1935 and 1936 


Southern 
1935 | 19: 
pd 5.30] 
66,774,887 | 68,262.73] 
£20,409,127 | £21,000 269 
£175,191 | £175,061 
£33-07 | £33-0 
0-63d. 0-6 
| 
£394,652 | £378.510 
£74-49 £71-40 
1 -42d. 1-33 
169 207 
£111,950 £151,298 
£21-13 £28-55 
£662 £731 
0-40d. 0-53d 
£348,430 £433,733 


£65 -76 


l- 


£2,062 | 


25d. 


£27,800 


£5 


*25 


£165 


0-10d. 


£488,180 


£92 


] 


“14 
£2,889 


-75d. 


0-40 


£798,599 


£150-73 








2-87d. 





£369,411 


£69 -73 


-33d. 





* 
es 
x 


th 
tw 
4 


£162 
0- 12d 
£618,477 
£116-68 
£2,988 
2-17d. 


0-50 


£814,756 


£153-70 





2-87d. 





£27,369 
£5-16 


0- 10d. 
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Table 9—Maintenance and Renewal of Way and Works, Abstract “ A,”” Years 1935 and 1936—Continued 





L.M.S.R. L.N.E.R. G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
0 Repairs AND PartiaL Re- 
NEWALS—continued 
- We ae | £2,694,766 | £2,707,359 | £2,058,792 | £2,116,818 | £1,121,660 | £1,135,810 | £1,195,772 | £1,224,367 
Per mile of single track £140 -67 £141-56 £126 -26 £129-84 £129-30 £130-76 £225-70 | £230-97 
19 269 ' | } 
, Per train-mile aa 4-22d. 4-11d. 4-51d. $-50d. 4-154. 405d. | 430d. | 4-314. 
”~ ited 7 epe ~~ —— ~~ . . ~ .€ € | . ~~ 
' MAINTENANCE OF SIGNALLING £646,627 | £652,982 £533,255 £579,550 | £311,988 £306,156 £387,773 | £483,875 
| 
; Per mile of single track .| £33-76 | £34-14 £32 -70 £35-55 £35 -96 £35 -25 £73-19 | £91 -28 
i: | 
Per train-mile be fies 1-Old. 0-99d. 1-17d. 1 - 23d. 1- 15d. 1-09d. 1-39d. | 1-70d. 
S010 | | | 
MAINTENANCE OF TELEGRAPHS £176,873 £198,954 | £143,080 £149,752 | £74,012 £72,680 £73,109 | £79,498 
Hy) AND TELEPHONES | 
i Per mile of single track | £9-23 | £10-40 £8-+77 £9-19 | £8-53 £8 -37 £13 -80 £15-00 
Per train-mile re .| 0-28d. | 0- 30d. 0-31d. 0-32d. 0-27d. 0- 26d. 0-27d. | 0-28d. 
| 
an MAINTENANCE OF ELECTRIC £25,537 | £33,320 £23,428 £23,917 £1,829 £3,105 £57,753 | £66,443 
aU Track EQUIPMENT | 
Per mile of single track £1-33 | £1-74 £1-44 £1-47 £0-21 £0 -36 £10-90 | £12-53 
1,298 Per train-mile - ates 0-04d. | 0-05d. 0-05d. 0-05d. 0-Old. 0-Old. 0-21d, | 0- 23d. 
Do MAINTENANCE OF Stations | £950,067 | £1,094,568 £661,807 £756,538 | £434,588 £402,343 £734,265 £838,851 
zs AND BUILDINGS 
£731 Per mile of single track £49 -59 £57-23 £40 -59 £46-40 £50-10 £46 -32 £138 -60 £158-24 
add Per train-mile re as 1-49d. | 1 - 66d. 1 -45d. 1-61d. 1-6ld. 1-43d. 2-64d. | 2-95d. 
me TRANSFER TO OR FROM Sus- | Cr. £169,468 | Cr. £196,358 | Cr. £19,422 | Cr. £88,259 £7,430 | Cr. £48,841 | Cr. £352,426 | cr. £580,399 
" PENSE ACCOUNT -— —— : ee Ere -| ae 
Ba otal of abstract £6,876,174 £7,155,188 £4,837,661 | £5,097,420 £3,111,822 £3,041,298 £3,154,269 | £3,284,682 
| 
_ Per mile of single track £358-:94 | £374-12 £296 -68 £312-67 £358-71 £350-14 £595°37 | £619-63 
92d Per train-mile eS. 10-76d. 10- 86d. 10-60d. 10° 83d. 11 -52d. 10-84d, 11 -34d. | 1L- 55d. 
33,446 Per cent. on traffic receipts 11-26 11-21 10-80 10-96 12-20 11-48 15-46 =| 15-63 
= — a ; EE | —_ 
| | 
’ QUANTITIES OF PRINCIPAL 
£162 MATERIALS USED (PER | 
sci STATISTICAL REtuRN X)— | : 

5) Yards Yards | Yards Yards Yards Yards Yards | = Yards 
12d Ballast 595,075 626,594 | 477,056 166,826 347,043 302,805 | 302,050 | 321,545 
oie Tons Tons Tons Tons Tons Tons Tons Tons 
|8,477 Rails 89,576 92,457 43,437 46,737 31,643 30,830 27,489 | 32,526 

, No. No. No. No. No. No. No. Io. 
™ Sleepers .... 1,573,219 1,566,713 | 1,123,268 1,166,964 | 670,585 655,635 604,721 688,510 
2.985 ————— - —__— —--______ —— —S —— — ——_—_—- ————— 
d. i ; 2 iy 7e 616 P . 
i (Continued from page 616) Table IV—Receipts in Respect of Railway 
=) These results are very creditable to all the companies con- Working 
cerned, but it must be remembered that in 1935 the L.M.S.R. 
ind Southern companies took credit in respect of rates ad- [his table shows that all companies have increased re 
justments, and consequently this year the improvement in ceipts from the conveyance of passengers, but except on the 
their financial position is not so marked as in the case Southern the percentage of total traffic receipts contributed 
758 of the L.N.E.R. and G.W.R. <A comparison between 1934 by passengers has diminished. All companies except the 
14,758 ind 1936 is more representative of the true position, viz:— Southern have increases in receipts from parcels and mails, 
70) 1936 1934 Increase Increase and have more than made up the ground lost in 1934. 
f f f Per cent. The gain is not so much in ordinary parcels traffic as in 
87d L.M.S.R .. 13,559,531 11,255,762 2,303,769 20-47 other traffic such as fish, the carryings of which are reported 
L.N.ELR 8,797,783 7,855,008 942,775 12-00 by the L.N.E.R. as being particularly satisfactory. The 
> = 0929 > SA9 ill ." »E oO : - : : 
32,242 oo. a Bg ae aes prea = =e Southern company has lost £56,000 in parcels receipts, prin- 
cs cit lea 753,374 519,948 10-94 cipally milk and butter, due to the operation of the Milk 
33,553,847 28,833,145 4,720,702 16-37 Marketing Board, but 1 cords a gain of £17,000 from mails, 
E ; ; ‘ a net loss of £39,000. In freight traffic their are all-round 
34d. Further comment will be made on the results of each separate 








business when dealing with the tables relating thereto. 
Taking the undertakings as a whole the improvement in 


the return on capital is as follows :— 
1936 1935 1936 1935 
Per cent Per cent Per cent. Per cent. 
L.M.S.R 2-98 2-74 G.W.R 3-21 2-70 
L.N.E.R. 2-50 2°24 , S.R. 3-12 3-01 





increases except in the case of minerals and merchandise 
(Classes 1-6) on the Southern, where there has been a drop 
of £26,000. In the case of the three other railway companies 
the percentage increase in goods train receipts has been 
higher than in the case of passenger train receipts. 


(Text continued on page 622) 
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Enarneé MILES PER STATISTICAL 
Return XIIc— 
Steam 
Electric Traction 
Steam Rail Motors 
Any other form of power 
Total 
TRAFFIC RECEIPTS PER ACCOUNT 
No. 10— 
Passenger 
Goods 
Total 
Stook oF ENGINES, &C., PER STa- 
TISTICAL Return [la— 
Locomotives— 
Steam 
Electric 
Petrol 
Rail Motor Vehicles— 
Steam 
Electric 
Petrol 
Total 
Locomotives, &c., COMPLETELY 
RENEWED PER STATISTICAL 
RETURN XI 
Locomotives 
Steam 
Electric and Oil 


tail Motor Vehicles 
Steam 


Electric 


Petrol 


SuPERINTENDENCE (SALARIES, 


OrrFice EXPENSES) 











LOCOMOTIVES AND TENDERS 


(StEAM)— 


Complete renewals 






epairs and Partial Renewals 





Per engine 






Per engine-mile (steam) 





Account 





by the Company (balance) 






Total 
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Financial and Operating Results of 


Table 40—Maintenance of Rolling-Stock, Abstract “ B,"” Years 1935 and 1936 


! 





£1,654,407 
£3,098,283 
£392 


3-49d. 


Transfer to or from Renewal | (r.£924,776 


Engine power supplied to and | Cr. £137,447 


£3,690,467 








£1,927,704 £460,761 


£3,181,160 | £3,224,104 
| 

£414 | £475 

3°42d. 4-82d. 


Cr.£1,107,079| Cr, £252,903 | 


Cr.£145,143 | Cr, £220,064 | 





£3,856,642 


£3,211.898 | 


(Continued on nevt page) 











£522,287 | £378,360 
£3,215,762 | £1,330,018 | 
£479 | £370 
465d. | 3-394. 
£98,385 | cr. £97,827 
Cr.£240,463 | Cr, £60,499 


£3,595,971 | £1,550,052 | 





L.M.S.R. L.N.E.R. G.W.R. 
= — i aa ot panacea 
1935 1936 1935 1936 } 1935 1936 
| | | 
| 215,259,916 | 223,030,915 | 160,390,610 | 165,948,232 | 94,121,370 96,992,977 
6,147,846 6,202,862 1,442,201 | 1,439,723 361,759 367,360 
166,719 122,552 | 2,587,149 | 2,533,203 75,801 
ee “is — | 
252,506 | 559,405 227,320 | 106,007 262,285 911,034 
eeaeana 1 las sie cole a a ae 
| | Ie 
221,826,987 239,915,734 | 164,647,280 | 170,027,165 | 94,821,215 98,271,371 
a —| _— - ——— ee ee _ 
| 
| | 
£25,142,375 | £25,963,191 | £16,466,267 | £16,970,552 | £10,709,704 | €11,062,282 
£35,917,652 | £37,850,108 £28,318,302 | £29.531.142 £14,794,162 £15,421,213 
= 2 a : — od | 
£61,060,027 | £63,813,299 £44,784,569 | £46,501.694 £25,503,866 | £26,483,495 
7,885 7,660 | 6,787 6.718 3,593 3,588 | 
| 
13 13 
9 31 2 2 
9 y 90 S35 
250 249 82 S? 20 20 
3 3 { 1 | 7 rb 
8,156 7,952 6,978 6.904 3,620 3.625 
325 308 102 SS 122 150 
] 22 
| 
£358,820 | £364,528 £301,101 | £301,845 £108,194 | £109,512 


£432,869 
£1,376,750 
£384 


3°41d. 


Cr.£151,063 | 


| Cr. £60,728 





£1,597,828 


| Southern 
1935 L926 
| 51,289,907 | 51,047.796 
| 28,388,922 | 30,488.19] 
8,432 19,056 
see Ss 
| 79,687,261 | 81,555.043 
Bets 
! 
£15,626,365 £16,090 002 
| £4,782,762 £4,915, 267 
| £20,409,127 | £21,009,269 
1,900 1852 
] I 
1,155 IS3 
| 3,056 | 3.0036 
ee 
| 
16 13 
44 
£100,448 | £102,518 


£60,680 | 


£728,759 
£384 
3-41d. 


£90,216 


| Cr. £19,196 | 


£860,459 © 


£24,3 


£7190 






28 


13 
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is oO 
Table 10—Maintenance of Rolling-Stock, Abstract “‘ B,” Years 1935 and 1936—Continued 
L.M.S.R. L.N.E.R. | G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
Per engine | £468 | £501 £473 £535 £431 £445 £453 £457 
Per engine-mile (steam) 4-lld. | 415d. 4-8ld. 5-20d. 3-95d. 3-95d. 4-03d. 3-98d. 
796 : . 7 | 
Per cent. on traftic receipts 6-04 6-04 7°17 | 7-73 6-08 | 6-03 4-22 4-03 
HSN,191 ; ia . | 
Engine miles run per steam | 27,300 | 29,116 23,632 24,702 26,196 | 27,033 26,995 27,564 
10.056 engine per annum 
| | } 
Locomotives (ELEcTRIC)— 
Repairs and partial renewals “<7 £544 £119 | — 
043 ae 
Per engine-mile (electric | | 
loco.) oat pn 7-90d. 1- 68d. _ | — 
Per engine | £42 £9 — | 
Led 
i Per cent. on traffic receipts “ | . ~ _ 
1.267 | 
Rath Motor VEHICLES (OTHER | | 
00.269 THAN ELEcTRIC)— | 
Complete renewals £45,320 £1,539 £313 | £14,562 | ~ 
Repairs and partial renewals .... £2,704 £3,782 | £40,997 £43,859 £2,797 £8,859 | £174 £198 
Per mile (rail motor) 3°89d. | 740d | 3-80d. | 4-16d. 1-99d. | 2-33d. 4-97d. | 2-49d. 
| | 
859 Per vehicle (rail motor) £225 £315 £436 £493 £400 £521 £174 | £198 
“ | | 
Transfer to or from Renewal | &. £44,093 | Cr. £269 221,585 | £30,788 £762 | Cr. £10,410 £100 | £100 
Account | 
‘ 
Engine power supplied to and Cr £16 | Cr. £11 | — 
by the Company (balance) | 
| Total £3,931 £5,052 £62,566 £74,636 £3,872 | £13,011 | £274 | £298 
43 Per mile (rail motor) 5-68d. 9- 89d. 5-80d. | 7-07d. 2-75d. | 3° 43d 7-83d. | 3° 75d. 
Per vehicle £328 | £421 £666 £839 | £553 £765 £274 £298 
236 Per cent. on traffic receipts 0-01 0-01 0-14 0-16 0-02 0-05 - 
Ratt Motor VEHICLES (ELECTRIC) | 
Complete renewals Cr £22 | £353,704 | £247,947 
| 
Repairs and partial renewals ....| £128,449 | £121,783 £14,856 £17,299 | £12,769 | £11,188 £238,307 | £224,355 
; Per vehicle £514 £489 £181 | £211 £638 | £559 £206 | £190 
| | | 
Transfer to or from Renewal £38,505 £45,066 £8,266 £7,157 Cr. £263,451 | Cr.£172,565 
Account | } } 
Engine power supplied to and £3,666 | £3,343 
by the Company (balance) | 
Total £166,954 £166,827 | 123,122 | £24,456 | £12,769 | £11,188 £332,226 | £303,080 
Per vehicle £668 £670 £282 | £298 | £638 | £559 | £288 | £256 
} 
| 
Per cent. on traffic receipts. 0-27 0-26 0-05 0-05 | 0-05 0-04 | 1-63 1-44 
2,518 | | 
NuMBER OF CoACHING VEHICLES 23,695 23,656 18,811 | 19,297 | 8,910 8,796 | 7,428 | 7,044 
(PER STATISTICAL RETURN | 
i IIc) | | 
24.328 CoaCHING VEHICLES COMPLETELY 866 | 987 664 999 | 311 292 | 294 228 
RENEWED (PER STATISTICAL | } | 
19.013 Return XI) | 
£388 CoacHiIna VEHICLES (other than 
Rail Motors) — | 
17 Complete renewals £1,106,016 | £1,620.044 | £1,494,339 £1,156,648 £362,542 | £447,266 | £399,327 | £350,920 
3.672 Repairs and partial renewals £1,057,370 £1,130,582 | £1,323,188 £1,385,852 £545,605 | £534,361 | £646,853 | £652,918 
| | | | 
| 286 Per vehicle _.... ae enn £45 £48 | £70 | £72 £61 | £61 | £87 | £93 
| | a 
= [ransfer to or from Renewal | Cr. £287,610 Cr.£804,327 | Cr. £726,746 | Cr.£631,415 | Cr. £97,199 Cr.£180,701 | Cr. £235,067 | Cr.£160,836 
15,727 Account ———— | |— |— — —| ~ 
Total £1,869,776 ' £1,946,299 | £2,090,781 | £1,911,085 | £810,948 | £800,926 £811,112 £843,002 


(Continued on next page) 
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Table 10—Maintenance of Rolling-Stock, Abstract “‘ B,’’ Years 1935 and 1936—Continued 


Financial and Operating Kesults of 





















L.M.S.R. L.N.E.R. G.W.R. Southern 
| 1935 1936 1935 1936 =| = 1985 1936 1985 , 193 
| } | 
Per vehicle _.... nats neal £79 | £82 £111 £99 | £91 £9] £199 £120 
| | 
Per cent. on passenger train | 7-44 | 7-50 12-70 11-26 | 7-57 7:24 | 5-19 a:°24 
traffic receipts ee 1 DAE eTEn ~~ -' | . |—_—____—- 
NuMBER OF MERCHANDISE AND | 271,246 | 273,677 244,981 244,389 80,421 80,267 33,660 33.990 
MINERAL VEHICLES (PER | 
SratisticaL Return IIp) | 
| } a nny | 
MERCHANDISE AND MINERAL 9,970 | 13,281 | 6,667 | 8,055 3,236 4,367 1,477 | 1.336 
VEHICLES COMPLETELY ReE- | 
NEWED (PER STATISTICAL | 
Return XI) | 
MERCHANDISE AND MINERAL 
VEHICLES— : 
Complete renewals £1,234,445 £1,678,449 £1,020,080 £1,215,482 | £385,029 £420,530 £238,874 | £200,216 
Repairs and partial renewals . £1,155,171 £1,182,719 £1,648,541 £1,655,707 | £447,953 £453,323 | £159,084 | £156,624 
| | 
Per vehicle £4-26 £4-32 £6-73 £6-77 | £5-57 | £5-65 | £4-72 | £461 
| } 
| | 
Transfer to or from Renewal | Cr. £383,119 | Cr.£844,219 | Cr. £594,836 | Cr.£287,408 | Cr. £146,632 | Cr.£190,216 | Cr. £103,874 Cr. £65,216 
Account 
| 
Total £2,006,497 | £2,016,949 | £2,073,785 | £2,583,781 | £686,350 | £683,637 | £294,084 £291,624 
wdiieaiieibuitnds . a aon ‘ ‘ ST | antes 
Per vehicle £7-40 £7 -37 £8 -46 £10°57 | £8-53 | £8 -52 | £8-73 {8-58 
Per cent. on goods train 5-59 5°33 7-32 | 8-75 4-64 | 4°43 6°15 5°92 
traftic receipts a a _ — SCN LP - |———— —,— 
ToraL oF ABSTRACT £8,096,444 | £8,356,297 £7,763,798 | £8,491.893 | £3,172,185 £3,216,102 | £2,398,604 £2.386.244 


Per cent. on traffic receipts | 13-16 13-09 17-34 


18-26 12-44 | 12-14 | 11-75 11-36 





(Continued from page 619) 
Taking the table as a whole, the increase in receipts on 
each company’s system is as under :— 


1936 1935 Increase 
4 # 4 


Increase 
Per cent 


L.M.S.R 64,462,841 61,658,170 2,804,671 4-55 
L.N.E.R 46,883,485 45,145,649 1,737,836 3°85 
G.W:.R: .. .. 26,729,440 25,738,314 991,126 3°85 
S.R as . 21,256,414 20,647,677 608,737 2-95 


159,332,180 153,189,810 6,142,370 4-01 


Table V—Number of and Receipts from Passengers 

[he number of first class passengers and receipts therefrom 
show a gratifying increase, and the average receipts per 
passenger journey has gone up all round. In second class 
the small number of L.M.S.R. passengers show a further 
decline, but on the L.N.E.R. a decline of 83,500 passengers 
has been accompanied by an increase of £10,000, the average 
receipts per passenger having increased by 3-61d. On the 
Southern, second class passengers have increased by 37,500 
and receipts by £30,000, indicating a substantial increase 
in continental traffic. 

In third class, all companies except the G.W.R. show 
increases in numbers, and all without exception have 
increases in receipts, the average payment per passenger 
showing a general advance all round. The growth in work- 
men’s travel is an indication of the improved state of trade 
throughout the country, and the substantial increase of 
more than ten and a half million journeys is recorded. 

In season tickets all companies except the Southern show 


a falling off in first class travel; the Southern has an 
increase of £9,500. Second class shows little change, and 


third class, apart from the Southern, is practically stationary. 
The Southern has an increase of £94,000. On the other 
systems some of the loss in season ticket receipts is due to 
a change over to ‘‘ bulk travel.’’ 





Table VI—Goods Train Traffic—Tons and Receipts 

This table shows an increase all round in tonnage except 
in the case of coal on the G.W.R., and minerals and 
merchandise (classes 1-6) on the Southern, but notwithstand- 
ing the decrease in tonnage the G.W.R. has an increase of 
£60,000 from coal. Livestock traffic is up except on the 
Southern, where there is a drop of 9,000 in numbers, but 
the receipts are not affected. 


Table VII—Originating Freight Traffic 


In originating tonnages the Southern has a drop in coal 
as well as in heavy merchandise, the output in the Kentish 
coalfield having diminished. The G.W.R. originating coal 
tonnage dropped by 1,320,000 tons. The improvement in the 
iron and steel trade is indicated by the figures of all descrip- 
tions of this traffic. On the L.N.E.R. the carryings of iron 
-ore exceeded 5,000,000 tons. Other traffics reveal consider- 
able fluctuations. Limestone and chalk show general all 
round increases, and all companies except the Southern have 
carried more cement and lime, and gravel and sand. In 
bricks and tiles both the L.N.E.R. and Southern show de- 
creases, and the Southern is also down in creosote, tar and 
pitch. In agricultural traffics the L.M.S.R. has done better 
than a year ago, whilst the L.N.E.R. has done worse except 
in the case of packed manure, the reduction of 440,000 tons 
in vegetables being particularly severe. This was explained 
by the Chairman at the annual meeting as being due to the 
poor agricultural results of the past year, there being heavy 
decreases in rail forwardings of sugar beet and _ potatoes. 
The G.W.R. has also a reduction in vegetable traffic, but 
records improvements under other heads of agricultural 
produce, and the Southern is down all round. In road stone 
the G.W.R. has dropped 20 per cent., whilst the L.M.S.R. 
and L.N.E.R. record increases. Timber is up except in the 
case of round timber and pit props on the G.W.R. and 
Southern. 

(Text continued on page 624) 
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the British Group Railways in 1936 


LocoMoTIVE Repairs (Steam)— 


Heavy 
Light 


Total 


Cost 


LocomoTiIvE Repairs (Electric)— 


Heavy 
Light 


Total 


Cost 


Rar Moror VEHICLEs (Steam)— | 


Heavy 
Light 


Total 


Cost 

Ram Moror Veuicres (Oil) 
Heavy 
Light 


Total 


Ratt Moror VEHICLES (Electric)— 


Heavy 
Light 


Total 


Cost 
CarRiAGE, &C., REPAIRS— 
Heavy 


Light 


Total 


Cost 

Wacon REPairs— 
Heavy 
Light 


Total 


Cost 
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Table 44—Rolling-Stock Repairs, Years 1935 and 1936 


719 | 
| 


* Includes repairs to rail motor vehicles (oil). 
+ Includes 66 carriages converted for electric working 
t Includes 52 carriages converted for electric working in 1935 and 28 in 1936. 


(Continued on next page) 


L.M.S.R. L.N.E.R. 

1935 1936 1935 1936 
2.715 2,796 2,714 2.673 | 
3,157 3.404 | 1,861 | 1,918 
5,872 6.200 | 4,575 1.591 

£3,098,283 | £3,181,160 | £3,224,104 | £3,215,762 | 
| | 
| 
| | 1 | l 
| 9 | 
10 | 2 
| 
: | 
£544 | £150 
2 3 | 39 46 | 
5 l 144 148 
7 i 183 194 | 
£2,704 €3,782 £40,997 | £43,859 
l 
! 
96 94 2 | ] 
| | 
780 716 | 226 | 228 
876 SLO 228 | 229 
£128,449 £121,783 £14,856 £17,299 | 
| 
| 
737 | 886 3,733 4,068 
10,784 10,103 42,255 | 44,807 
11,521 10,989 | 45,988 48,875 
£1,057,370 | £1,130,582 | £1,323,188 | £1.385.852 
| 
| | 
15,658 19,692 | 30,158 | 31,329 
481,488 490,303 536,732 538,592 
497,146 509,995 | 566,890 | 569.921 
| 
Pees? EE Rn a ‘ —|- 
£1,155,171 £1,182, £1,648,541 £1,655.707 





in 1935 and 30 in 1936 


Southern 








G.W.R. 
1935 1936 1935 
| | 
1,030 1,012 792 
1,050 | 1,129 | 374 | 
2.080 2.141 1,166 
£1,330,018 £1.376,750 £728,759 
| 
! | | 
| | 
| | 
| 
| 
= | 
| 
| 
| 
1 | | 
28 2 | 
29 | 2 
a 
€2,797*| £8,859*| £174 | 
| | 
| | 
= | 
i | 
|_ 
8 | 
| | 
2 1,026 | 
71 58 | 805 | 
73 58 | 1,883¢! 
& mS 
| | 
£12,769 £11,188 | £238,307 | 
} 
2,460 | 2,216 | 1,663 
10,976 13,392 | 15,582 | 
13,436 15.608 | 17,311F, 
wT ; 
£545,605 £534,361 | £646,853 | 
| | 
| 
| 9,635 11,042 | 1,872 | 
| 218,180 | 218,690 | 55,379 | 
| 227,815 | 229,732 | 57,251 | 
fia a abe 
£447,953 £453,323 | £159,084 | 


623 


1936 


721 
361 
1,082 


£719,013 


£198 


1,030 
758 


1,816f 


£224,355 


2,053 
15,424 


17,507¢ 
£652,918 


2,189 


54,587 


56,776 


£156,624 
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Financial and Uperating Results of 


Table 14—Rolling-Stock Repairs, Years 1935 and 1936—Continued 





L.M.S.R. 


L.N.E.R. G.W.R. Southern 





| 1985 
Rouurne-STtocK UNDER AND 
AWAITING REPAIR AT DE- 
OEMBER 31— 
Locomotives (steam) 
Per cent. of stock 
Rail motor vehicles (steam) 
Per cent. of stock 
Rail motor vehicles (oil) 
Per cent. of stock 
Rail motor vehicles (electric) 
Per cent. of stock 
Carriages 
Per cent. of stock 
Other coaching vehicles 
Per cent. of stock 6-47 
Wagons 


9,055 


Per cent. of stock 3-34 3-99 


(Continued from page 622) 

livestock the Southern alone records an 
increase in horses, but that company has decreases in cattle 
and calves, whilst all other companies have increases. The 
L.M.S.R. and G.W.R. have carried more sheep and lambs, 
and all companies have carried more pigs. Taking livestock 
as a whole, there is a welcome revival in traffic. 


In originating 


Table VIII—Expenditure in Respect of Railway 
Working 

It will be that there are substantial increases of 
expenditure in all the four principal abstracts—A, B, C and 
D—except that the G.W.R. shows a reduction of £70,000 in 
maintenance of way and works, and the Southern a saving 
of £12,000 in maintenance of rolling stock. In rates and 
taxes, including the Railway Freight Rebates fund, it will 
remembered that the L.M.S.R. took credit a year ago 
for £850,000, and the payments in 1936 compared with 1935 
show a further reduction of rather less than £100,000. The 
Southern likewise took credit for £250,000 in 1935, and this 
year has a further saving of £35,000. On the other hand 
the L.N.E.R. and G.W.R., which took no credit in 1935, 
record savings of £620,000 and £328,000 respectively. 
faking the abstract as a whole all companies naturally show 
increases in their railway working expenditure, but the total 
increase on the G.W.R. is only £54,000, and the ratio of 
working expenses to receipts is reduced from 80-66 to 77-87. 
The other three companies also show reductions in their 
working ratios, and the L.N.E.R. is 
with a ratio exceeding 80 per cent. 


seen 


be 


now the only one 


Table IX—Maintenance and Renewal of Way and 


Works 


All companies show an increase in the track mileage com 
pletely renewed, the aggregate increase being 113 miles. The 
L.M.S.R. and G.W.R. show some reduction in the cost per 
mile of track renewed whilst the other two companies have 
increases. Ordinary maintenance also shows some increase. 
Signalling expenditure on the L.N.E.R. and Southern has 
increased by £46,000 and £96,000 respectively, and the 


9,766 | 


1936 1936 








5-10 
690 


2-06 


L.M.S.R. has spent £22,000 more on telegraphs and tel 
phones. All companies except the G.W.R. have spent appre- 
ciably more on stations and buildings, and the L.M.S.R. and 
L.N.E.R. have increased substantially their expenditure on 
roads, bridges and other works. Each company has drawn 
upon the renewals fund to a greater extent than a year ago, 
but notwithstanding this fact the net expenditure per mile 
of single track has increased except in the case of the G.W.R 


Table X—Maintenance of Rolling Stock 


It will be seen that the reduction in the number of steam 
locomotives continues. The L.M.S.R. has added 22 petro! 
locomotives, the G.W.R. 10 petrol rail motor vehicles, and 
the Southern 28 electric rail motor vehicles. The number of 
steam locomotives renewed shows a reduction except on 
the G.W.R. For the renewal of locomotives the L.M.S.R. 
ind G.W.R. have drawn on their renewal funds to a greater 
extent than a year ago, whilst the L.N.E.R. has placed 
£98,000 to reserve instead of drawing £253,000 from it. The 
Southern has also placed £123,000 to reserve. The L.N.E.R. 
and G.W.R. have spent substantially more on their rail 
motor vehicles (other than electric), whilst the Southern has 
spent £29,000 less on maintaining its electric stock. Large 
sums have been drawn from reserve by all companies for th: 
renewal of the coaching and wagon stock. The L.M.S.R 
and L.N.E.R. have renewed substantially more vehicles of 
both descriptions, and the G.W.R. has renewed 1,131 mor: 
wagons. Taking the abstract as a whole the position as 
regards the renewal funds in the past two years is as 
follows :— 

1936 
Transfers to Withdrawals 

+ 
2,755,894 

918,855 

532,390 
123,772 - 398,617 

The withdrawals by the L.N.E.R. and Southern companies 
were much less last year than in 1935, but the L.M.S.R. and 
G.W.R. took substantially more from reserve. 

(Text continued on page 626) 


1935 
Transfers to Withdrawals 


£ 
38,505 
29,851 

762 
90,316 


, 
45,066 
136,330 


L.M.S.R. 
L.N.E.R. 
a ae 
S.R. 
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the British Croup Railways in 1936 


Table 12 —Locomotive Running Expenses, Abstract ‘‘C'’ (Summary), Years 1935 and 1936 


TRAIN-MILES (PER STATISTICAL 
Return XIIc)— 
Steam, tender 
engines 
Electric traction 


and tank 


Steam, petrol, &c., rail motors 


Total 
Stock oF Enatnes, &c. (PER 
StaTIsTicAL Return II)— 
Engines 


Electric power vehicles 


Petrol power, &c., rail motor | 


vehicles 


Total 


SUPERINTENDENCE (SALARIES AND | 


OrFIce ExPENSES) 
Per train-mile 


Per engine, &c. 


WoRKING 
Steam train 





Per train-mile 
Per engine 
Electric train 
Per __ train-mile 
traction) 
Per vehicle (electric traction) 
Transfer to or from Renewal 
Account 
Balance of engine power sup- 
plied to and by the com- 
pany 
Total of abstract 
Per train-mile (Total) 


Per engine, &c. (Total) 


Per cent. of traffic receipts .... 


..| 153,664,354 | 158,241,647 | 114,375,131 | 117,958,231 | 65,349,765 


(electric 





L.M.S.R. L.N.E.R. G.W.R. 
mi | 
1935 1936 1935 1936 1935 1936 
147,312,949 | 151,836,483 | 110,229,650 | 113,981,219 64,666,980 | 66,401,331 
6,061,967 6,116,441 1,426,946 | 1,424,226 | 352,440 | 360,809 
289,438 | 288,723 | 2,718,535 2,552,786 | 330,345 | 866,883 
































| 
| | 
7,894 | 7,691 6,789 6,720 | 3,593 | 
250 | 249 95* #95 | 20 | 
12 | 12 | 94+ +89 7 | 
ees 5 es es 
| 8,156 | 7,952 | 6,978 | 6,904 3,620 | 
~ £300,089 | £303,491 | £257,184 | £261,696 | £110,907 | 
0-47d. | 0-46d. o-s4a, | o-saa. |  O-did. 
£36-79 |  £38-17 | £36-86 | -£37-90 £30-64 
| | 
| £11,809,906 | £12,455,928 | £9,395,865 | £9,682,302 | £4,985,839 | 
| 19-204. | 19-654. 19-974. | 19-94d. | 18-41d. | 
£1,494 | £1,617 | £1,365 | £1,422 £1,385 
| £401,109 £405,076 £56,624 | £59,221 £45,034 | 
15-88d. | 15-89d. | 9-52d 9- 98d. 30-68d. 
£1,604 | £1,627 £596 £623 £2,252 
| Cr. £6,684 | Cr. £7,095 | Cr. £29,497 £32,856 | 


Cr.£618,816 | Cr. £187,255 


Cr. £438,216 | Cr.£466,205 | Cr. £565,920 


67,629,023 
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Southern 
1935 1936 
37,331,443 36,665,659 
28,300,934 | 30,430,588 
8,308 18,787 
| 65,640,685 67,115,034 











Cr.£186,559 


£5,095,170 | 





| Cr. £52,406 








SteaM Train WorkKING— 
Wages connected with the run- 
ning of locomotive engines 
Per train-mile 
Per engine 
Fuel 


Per train-mile 











3,588 1,900 1,852 

20 1,155 1,183 

17 1 1 

3,625 | 3,056 | «3,036 

£112,201 €51,542 | £52,189 
0-40d. 0-19d. 0-19d. 

£30-95 £16-93 £17-19 

£5,121,084 | £3,054,388 | £3,041,639 
18-27d. | 19-63d. 19-90d. 

£1,421 £1,607 £1,641 

£48,444 | £1,023,710 | £1,179,155 
32-23d. 8-68d. 9- 30d. 

£2,422 | £886 £997 


Cr. £64,893 





| £12,066,203 | £12,691,195 | £9,114,256 | £9,417,259 | £4,954,525 | £4,077,234 | £4,208,090 
18 -85d. 19-25d. 19-12d. 19- 16d. 18-20d. | 18-O8d. 14-9ld. 15-05d. 
£1,479 £1,596 | £1,306 £1,364 £1,369 £1,406 | £1,334 £1,386 
19-76 19-89 21-25 | 20-25 19-43 19-24 | 19-98 20-03 
* Includes 13 electric engines + Includes 90 steam motor vehicles in 1935 and 85 in 1936 — 
Table 143—Locomotive Running Expenses, Abstract “C,”’ Details, Years 1935 and 1936 
L.M.S.R. L.N.E.R. G.W.R. Southern 
1935 1936 1935 1936 | 1935 1936 1935 | 1936 
£6,825,600 | £7,158,997 | £5,627,624 | £5,773,832 | £3,100,195 | £3,179,987 | £1,659,492 | £1,664,876 
11-10d. 11-29d. 11 -96d. 11-89d. | 11 -45d. | 11 -35d. | 10 -67d. | 10-89d. 
£863 £929 £818 | £848 | £361 | £882 £873 | £898 
£4,284,820 £4,563,652 £3,220,422 | £3,360,219 £1,637,555 | £1,693,254 | £1,232,890 | £1,224,219 
6-97d. 7-20d. 6-84d. | 6-92d. | 6 -05d. 6-04d. 7-92d. | 8-Old. 
£542 | £592 £468 | £494 | £455 : £470 £640 | £661 


Per engine _.... ~~ anal 


| | | | 


(Continued on next page) 
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(Continued from page 624) 
Table XI—Rolling Stock Repairs 


More repairs to locomotives were carried out by all com- 
panies except the Southern and that company also carried Tables XII and XIII—Locomotive Running Expenses 


OWS ATS 


out of traffic. The number of wagons under and awaitin 
repair shows substantial reductions all round. 


out fewer repairs to its electric rail motor vehicles. All com- It is to be noted that although all companies still in 

panies except the L.M.S.K. did more repairs to their coach- train mileage by raii motors other than electric, no separa 
ing stock, and all except the Southern carried out more costs are now shown for this form of working, and presun 
wagon repairs. At the end of the year the L.M.S.R. and ably such costs as are incurred are now included with ord 
Southern had more steam locomotives under repair than nary steam working. Steam train working costs per pow 
a year ago, and the Southern had more passenger carriages (Text continued on page 632) 


Table 13—Locomotive Running Expenses, Abstract ‘ C,” Details, Years 1935 and 1936—Continued 














L.M.S.R. L.N.E.R. G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
Steam Train WorkKiInc—cond. } | 
Water. ae | £305,345 £318,832 | £263,040 270,321 | £95,310 £95,259 | £70,496 £70,478 
Per train-mile _ w-| 0-49. 0-50d. 0-56d. 0-56d. | 0-35d. 0-34d. 0-45d. 0-46d. 
Per engine | £39 £41 | £38 £40 | £27 £26 £37 £38 
Lubricants | £96,088 £99,388 £64,242 £62,777 | £37,290 £37,860 (21,317 £22,502 
Per train-mile v2 2 | 0-16d. 0- 16d. 0-14d. 0-13d. 0-14d. 0-13d. | 0-14d. + 15d. 
Per engine £12 £13 £9 £9 £10 £1] £11 £12 
Other stores (including clothing) | £168,064 £174,278 £127,068 £117,227 £74,763 £74,323 £46,461 £36,353 
Per train-mile sae | 0-27d. 0-28d. 0-27d. 0-24d. 0-27d. 0-27d. | 0-30d. 0-24d. 
Perengine ...  ... | £21 | £23 £18 £17 £21 £21 £24 £20 
Miscellaneous .... oor £129,989 £140,781 £93,469 £97,926 £40,726 £40,401 £23,732 £23,211 
Per train-mile | O-21d. 0+ 22d. 0-20d. 0- 20d. 0-15d. 0- 14d. 0-15d. 0- 15d. 
Per engine ; aa | £17 £19 £14 | £14 £11 £11 £13 £12 
ELECTRICAL TRAIN WorKING— | | 
Wages of motormen | £97,727 £103,550 £14,651 | £15,920 £9,465 £9,957 £231,628 £245,731 
Per train-mile (electric trac- | 3-87d. 4-O6d. 2 -46d. | 2-68d. 6-45d. 6- 62d. 1 -96d. 1- 94d. 
Per vehicle (electric traction) | £391 | £416 £154 | £167 £473 £498 | £200 £208 
Electric current .... as o £290,856 | £290,516 £40,590 £41,892 £35,198 £38,112 £783,831 £924,225 
Per train-mile (electric trac- | 11-52d. | 11-40d. | 6-83d. 7-06d. 23 -98d. 25-36d. 6-65d. 729d. 
Per vehicle (electric traction) | £1,163 | £1,167 £427 £441 £1,760 £1,905 £679 £781 
Lubricants Saas al £2,866 | £2,897 £334 | £314 £159 £158 | £4,374 £4,684 
Per train-mile (electric trac- | 0-I1ld. 0- 11d. 0-06d. 0-05d. 0-11d. O-lld. | 0-04d. 0- 04d. 
Per vehicle (electric traction) | £11 | £12 | £4 £3 £8 £8 | £4 £4 
Other Stores (including clothing) | £9,660 £8,113 £1,049 £1,095 £212 £217 | £3,877 £4,515 
Per train-mile (electric trac- | 0-38d. 0-32d. | 0-17d. | 0-19d. 0-14d. | 0- 14d. 0-03d. 0-03d. 
Per vehicle (electric traction) £39 £32 | £11 | £12 £11 £11 | £3 £4 
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the British Group Railways in 1936 


Total traffic receipts per Account 
No. 10 

Train mileage 
return XIIB 

SALARIES AND WaGEs— 
Superintendence 


per statistical 


Stationmasters and clerks 
Signalmen and gatemen 
Ticket collectors, policemen, 
porters, Xc. 
Guards 
Total 
Per cent. on total traffic 
receipts 
FuEL, LiguTinc, WATER AND 
GENERAL STORES 
Per cent. on total traffic 
receipts 
CLOTHING 
Per cent. on total traffic 


receipts 


PRINTING, ADVERTISING, STATION-| 


ERY, STAMPS AND TICKETS 


Per cent. on total traffic 
receipts 
WacGon Covers, &c. 
Per cent. on total traffic 
receipts 
Expenses oF Joint Srarions | 
AND JUNCTIONS 
Per cent. on total traffic 
receipts 
CLEANSING, LUBRICATING AND | 
LIGHTING OF VEHICLES 
Per cent. on total traffic 
receipts 
Saunting EXPENSES (OTHER 
THAN MECHANICAL)— 
Wages 


Other expenses 


Total 


Per cent. on total traffic 
receipts 
WorkKING OF STATIONARY ENn- 
GINES, Hoists, CRANES, &C. 
Per cent. on total 
receipts 
Rattway CLEARING House Ex- 
PENSES 


Per cent. on total traffic 
receipts 
PASSENGER TICKET AGENTS’ Com- 
MISSION 
Per cent. on total traffic | 
receipts 
TRANSHIPMENT BY RoaD 
VEHICLES 
Per cent. on total traffic 
receipts 


MISCELLANEOUS EXPENSES 
Per cent. on total 
receipts 
Coat, &c., 'T1ppinG EXPENSES ... 
Per cent. on total traffic 
receipts 


traffic | 


traffic | 


L.M.S.R. 


| 1985 


| £61,060,027 





£114,460 


| 
| 0-19 


£531,052 
0-87 


£156,580 


0-26 


£24,050 


0-04 


1-19 


£1,379,655 


£18,113 


£1,397,767 


9. At 


£375,357 


0-61 


£193,417 


0-32 


£88,102 
0-14 
£819,354 


1-34 


£179,463 
0-29 
£33,360 


0-05 


£728,322 | 


1936 


£63,813,299 


153,404,042 | 158,061,676 
£1,180,861 £1,198,254 
£4,366,350 £4,377,795 
£1,883,776 | £1,955,856 
£4,075,213 | £4,226,476 
£1,534,079 £1,662,246 
13,040,279 | £13,420,627 
: we : 

21-36 | 21-03 

£514,157 | £535,075 

0-84 0-84 


£113,306 


0-18 
£525,900 


0-82 


£164,470 
0-26 
£24,240 
0-04 
£726,253 
| 1-14 
| £1,438,457 
£19,310 


£1,457,767 


2.98 


L.N.E.R. 


1935 
£44,784,569 


109,549,886 


£1,045,428 
£2,584,395 
£1,351,465 

"2,896,069 


Q 
my 


£1,069,507 


£8,946,864 


19-98 
£442,549 
0-99 
£81,374 
0-18 
£383,882 


0-86 





£110,873 


0-25 





£369,612 | 


0-58 
£199,476 
0-31 
£95,861 
0-15 
£840,122 
1-32 
£195,995 
0-31 
£28,387 


0-04 





£15,593 
0-04 


£465,049 


1-04 


£969,496 
£31,895 


£1,001,391 


2-24 


£201,051 


0-45 


£150,605 


0-34 
£65,552 | 
0-14 | 
£463,673 
1-03 


£129,755 | 


1936 
£46,501,694 


112,964,749 


£1,064,484 
£2,573,089 
£1,380,971 
£2,952,587 
£1,113,581 


£9,084,712 


19-54 
£460,388 
0-99 
£76,400 


0-16 


£403,449 


0-87 
£124,414 
0-27 

Yr. £15,895 
0-03 
£471,792 


1-01 


£994,970 
£28,284 
£1,023,254 
2-20 
£214,755 


0-46 


£170,750 | 


0°37 
£71,685 

0-15 
£483,849 

1-04 


£132,821 


| 
| 
| 
| 




















Table 144—Traffic Expenses, Abstract “ D,” Years 1935 and 1936 
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G.W.R. Southern 
1935 1936 =| = 1985 | 1936 
£25,503,866 | £26,483,495 | £20,409,127 | £21,009,269 
64,804,301 | 67,344,140 | 66,774,887 | 68,262,731 
| | 
£550,901 £561,064 £359,835 | £365,590 
£1,288,385 | £1,295,216 | £903,939 | £906,319 
£767,362 £782,120 | £495,815 £501,692 
£1,879,006 £1,935,249 | £1,394,558 £1,429,818 
£649,215 £684,685 | £431,715 | £445,388 
$5,134,800 £5,258,334 | £3,585,862 | £3,648,807 
20-13 19:86 | 17-57 | 17°37 
£200,241 | 207,150 | £182,245 | £198,723 
0-79 0-78 | 0-89 | 0-95 
£61,407 £59,885 | £56,961 | £75,926 
0-24 0-23 | 0-28 | 0-36 
£207,153 £214,673 | £231,920 | £229,653 
0-81 0-8] 1-14 | 1-09 
£52,939 | £52,280 £19,149 £26,247 
0-21 | 0-20 0-09 0-12 
£2,888 | £3,369 |Cr. £8,309 |Cr. £8,818 
0-01 0-01 0-04 | 0-04 
£271,756 | £279,586 £201,247 | £204,625 
1-07 1-06 0-99 0-97 
| 
£612,465 | £631,518 £257,034 £260,483 
£5,846 | £6,008 £4,693 £4,742 
~~ £618,311 | £637,526 £261,727 £265,225 
2-42 | 2-41 1-28 1-26 
£70,514 | £69,342 £66,957 | £68,528 
0-28 | 0-26 0-33 | 0-33 
£89,285 | £93,948 £45,887 | £45,372 
0-35 | 0-35 0-23 | 0-22 
£36,086 | £37,651 £68,104 | £70,283 
0-14 0-14 0:33 0°33 
£343,538 | £350,176 £174,325 | £181,376 
1-34 1-32 0-85 | 0-86 
£66,489 | £72,896 | £71,835 | £78,977 
0-26 0-35 | 0-38 


(Continued on next page) 


| 
0-28 | 
| 
| 








628 



























TRANSFER TO OR FROM RENEWA 
AOOOUNT 
Per cent. on total traffic 
receipts 


Total of Abstract 

Per cent. total traffic 
receipts 

Per train-mile 


on 


Gross receipts of the whole under- 


as per Account No. 8) 


Train mileage per Statistical 
Return XIIs 
Directors’ FEES VOTED BY 


SHAREHOLDERS 
Per cent. on gross receipts 


FEES PAID TO AND EXPENSES OF 
DIREcToRS ON JorIntT Com- 
MITTEES NOT INCLUDED 
Apstract “J”’ 


IN 


AUDITORS AND PuBLic AccounN- 
TANTS 
Per cent. on gross receipts 


Savaries oF SECRETARY, GENE- 
RAL MANAGER, ACCOUNTANT 
AND CLERKS 
Per cent. on gross receipts 


Ovrice ExprENSES OF SECRETARY, 
GENERAL MANAGER, ACCOUN- 
TANT AND CLERKS 

Per cent. on gross receipts 

RATING EXPENSES 

Per cent. on gross receipts 
INSURANCE 

Per cent. on gross receipts 
SUPERANNUATION AND BENEVO- 


LENT Funps, Penstons, &c. 
Per cent. on gross receipts 









SUBSCRIPTIONS AND DONATIONS 








Per cent. on gross receipts 





MISCELLANEOUS EXPENSES 






Per cent. on gross receipts 





accounts 





Total of abstract 





Per cent. on gross receipts 






Ver train-mile 


taking (excluding miscellaneous 
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Financial and Operating Results of 


Tablo 14—Traffic Expenses, Abstract “ D,” Years 1935 and 1936—Continued 


G.W.R. 
































| 
Proportion transferred to other |Cr. £218,075 Cr. £219,700 






































| 


L.M.S.R L.N.E.R | | Southern 
1935 1936 1935 | 1936 | 1935 1936 1935 1936 
LiCr. £27,477 | Cr. £22,901 | £21,346 £17,011 | £3,837 £3,306 (Cr. £5,123 | Cr. £6,882 
0:04 | 0-04 0-05 | 0-04 0-02 0-01 | 0-02 0-03 
...| £18,168,244 | £18,674,190 | £12,448,371 “£12,719,385 | £7,159,312 | £7,340,122 | £4,952,788 $5,078,042 
29-75 29-26 27-80 27-35 28-07 27-72 | 24-27 24-17 
28 -42d. 28 -35d. 27-27d 27 -02d. | 26-51d 26- 16d. 17-80d. 17-85d. 
Table 145—General Charges, Abstract “ E,” Years 1935 and 1936 
L.M.S.R. L.N.E.R. G.W.R. Southern 
1935 1936 1935 1936 =| (1985 1936 | 1935 | 1936 
£69,455,245 | £72,718,669 | £51,818,934 | £53,943,907 | £29,788,622 | £30,763,032 | £23,517,026 | £24,268,069 
153,404,042 | 158,061,676 | 109,549,886 | 112,964,749 | 64,804,301 | 67,344,140 | 66,774,887 | 68,262,731 
£25,000 £25,000 £21,000 | £21,000 £22,230 £22,869 £17,550 | £17,625 
0-04 0-03 0-04 0-04 0-08 0-07 0-08 0-07 
£282 £281 £199 £200 £434 £435 | £742 | £741 
| | | 
£4,684 £4,684 £2,646 | £2,599 £2,930 £3,000 | £2,628 £2,669 
0-01 0-01 - | 0-01 0-01 0-01 0-01 
£469,200 £466,782 £431,884 £429,777 £209,801 £210,252 | £223,400 £223,740 
0-67 0-64 0-83 0-80 0-70 0-68 | 0-95 0-92 
£52,632 £50,925 £51,245 | £53,394 £21,971 £22,412 | £25,329 | £26,864 
| | 
0:07 0-07 0-10 0-10 0-08 0-07 0-11 0-11 
£17,083 £16,861 £12,334 £8,925 £5,550 £5,605 | £7,525 £7,243 
0-02 0-02 0-02 0-02 0-02 0-02 | 0-03 0-03 
£47,896 £57,088 £75,633 £77,037 ~ | £29,392 £30,554 
0-07 0-08 0-15 0-14 —_ — 0-13 | 0-13 
£1,777,868 | £1,810,051 | £760,633 | £778,526 £816,095 £848,195 | £510,337 £516,091 
2-56 | 2-49 1-47 | 1-44 2-74 2-76 2-17 2-13 
| £46,899 | £47,842 £4,687 | £4,888 £6,417 £6,702 | £3,636 £3,581 
| 0-07 | 0-07 0-01 0-01 0-02 0-02 | 0-02 0-02 
| £103,762 | £99,891 | £40,060 | £43,632 224,798 | £26,017 £24,126 | £25,229 
| 05 | O14 | 0-08 | 0-08 0-08 0-09 0-10 | 0-10 
‘Cr. £144,686 [cr £146,889 |Cr. £148,685 | cr. £149,559 \Cr. £97,614 | Cr. £98,307 
| 
| £2,327,231 | £2,359,705 | £1,255,635 { ~ £1,273,089 | £961,541 | ; £995,928 os £747,051 | £756,030 
| 3-35 | 3-25 | 2-42 2-36 3-23 3-24 3-18 | 3-12 
3-64d. | 3- 58d. | 2-75d. 2-70d. 3-56d. 3-55d. | 2-69d. | 2-66d. 
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Table 46—Receipts and Expenses in Connection with Collection and Delivery of Parcels and Goods, Account No. 46, Years 1935 and 1936 























L.MS.R. LN.E.R. G.W.R Southern : 
Gross RECErTs— 1935 | 1936 1935 | 1936 1935 1936 | 1935 1936 
Passenger train traffic £130,854 £130,665 | £105,404 | £111,210 £90,309 | £84,096 | £98,596 £104,148 
Goods train traffic £1,995,203 | £2,139,137 | £1,086,477 | £1,190,786 £896,262 | £888,059 | £400,056 £403,903 
Miscellaneous £7,584 | £5,649 | £16,123 | £16,658 | £10,154 | £10,379 | £9,262 £11,144 
Total "£2,133,641 | £2,275,451 "£1,208,004 | €1,318,654_ | £996,725 | $989,534 | £507,914 £519,195 
No. or Horses ror Roap 8,196 | 8,251 2,483 | 2.372 1,787 | 1,731 781 771 
VEHICLES, PER STATISTICAL | | 
Return IIT 
Goops AND Parcets, Roap 
VEHICLES, PER STATISTICAL } 
Return III— | 
Road motors for goods and 2,727 3,035 3,033 | 3,249 | 2,010 2,182 563 609 
parcels } | } 
Horse wagons and carts 16,000 15,936 5,593 5,212 3,144 3,022 | 1,167 1,047 
Miscellaneous 919 1,146 | 869 | 1,169 | 556 751 | 141 198 
Total 19,646 20,1 17 9,495 9,630 5,710 5.955 | ene 1,871. é 1,854. 
SUPERINTENDENCE £47,804 £45,962 £26,746 £27,644 | £26,129 £26,794 £4,589 £4,708 
Per eent. on gross receipts 2-24 2-02 2-21 2-10 | 2-62 2-73 | 0-93 0-91 
MAINTENANCE OF BUILDINGS £29,119 £35,303 £16,061 £15,273 £9,244 | £9,077 £1,812 £2,106 
Per cent. on gross receipts . 1-36 1-55 1-33 1-16 0-93 | 0-92 | 0-35 0-41 
MAINTENANCE OF Motor VEHICLES £219,892 £208,210 | £125,717 £153.315 | £176,311 | £152,306 | £63,296 £89,745 
Per motor vehicle £81 £69 | £41 £47 | £88 £70 | £112 £147 
Per cent. on gross receipts 10-31 9-15 | 10-41 11-62 | 17-69 15-50 | 12-46 17-28 
MAINTENANCE OF HorRSES £484,331 £492,537 £151,663 | £165,346 £126,258 £115,474 | £61,586 £60,804 
Per horse £59 | £60 £61 £70 | £71 £67 £79 £79 
Per cent. on gross receipts 22-70 21-65 12-56 12-54 12-67 11-75 12-12 11-71 
MAINTENANCE OF HorRSE VE- £143,198 £134,266 £35,565 £34,030 £20,578 £18,071 £11,107 £11,174 
HICLES 
Per horse vehicle —_ £9 £8 £6 | £7 £7 £6 £10 £11 
Per cent. on gross receipts 6-71 5-90 2-94 2-58 | 2-06 1-84 2-19 2°15 
Trarric EXPENSES £1,790,266 £1,913.300 | £1,090,129 £1,127,486 £761,549 | £813,302 £312,133 £322,233 
Per cent. on gross receipts 83-91 84-08 | 90-24 85-50 | 76-41 | 82-78 | 61-45 62-06 
Auourr Pam FOR Hrrep Car- £361,572 £402,995 £227,516 £262,157 | £186,645 £196,542 | £127,488 £144,996 
ar canis on gross receipts 16-95 17-71 | 18-83 19-88 | 18-73 20-00 25-10 27 93 
GENERAL CHARGES £76,321 £76,999 £28,240 £30,990 £37,234 £38,322 | £13,368 £13,182 
Per cent. on gross receipts 3-58 3-38 2-34 2-35 | 3-73 3:90 | 2-63 > 54 
| 
Rates, INCLUDING RATE RELIEF £16,040 £13,123 £14,866 £6,897 £6,304 | £3,196 £4,064 | £1,361 
Per cent. on gross receipts 0-75 0-58 1-23 0-52 0-63 0-33 | 0-80 | 0-26 
| 
LicENcE Duty £115,600 | £116,515 | £93,811 £99,391 £85,099 £87,099 | £28,843 | £30,516 
Per cent. on gross receipts 5°42 5-12 ae i 7-54 8-54 8-86 5-68 | 5-88 
MISCELLANEOUS £60,417 £67,865 | £45,676 £46,566 | £29,248 | £31,104 | £10,207 £10,940 
Per cent. on gross receipts 2-83 2-98 | 3-78 3-53 | 2-93 3°17 | 2-01 | 2-11 
Transfer to or from Renewal | £4,516 £26,314 | £137,060 | £147,807 | £9,971 £41,324 | £2,927 | cr. £7,239 


Account 


| 
| 2O€ ¢ ‘ OF 
CARTAGE PERFORMED FOR AND By |Cr. £820,291 |Cr. £851,141 (( 


OTHER COMPANIES 


37-40 











38-02 36-45 








ry. £459,301 |Cr. £480,605 |Cr. £347,293 


34-84 





Per cent. on gross receipts 38-45 
ToTaL oF ABSTRACT £2,528,785 | 
Per cent. on gross receipts 118-52 


117-88 


£2,682,248 | £1,533,749 £1,636,298 


126-97 124-08 


£1,127,27 


| 113-10 











Cr. £352,425 


£1,180,186 


120-12 








Cr. £178,430 
| 





| Cr. £185,502 





35:13 | 35-73 
| £462,990 | £499,024 
91-16 | 96-11 
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Table 17—Receipts and Payments in respect of Running Power Expenses, Abstract ‘ G,’’ Years 1935 and 1936 


L.M.S.R. 


1935 


Passenger train receipts, per | £25,142,375 
Account No. 10 


PASSENGER TRAIN TRAFFIC— 


Receipts .... — £79,721 

Per cent. on passenger train | 0-32 
receipts 

Payments £35,392 

Per cent. on passenger train | 0-14 


receipts 
Goods train receipts, per Account | £35,917,652 


No. 10 
Goops Train TraFrric— 
Receipts y £85,534 
Per cent. on goods train receipts 0-24 
Payments £121,879 
Per cent. on goods train receipts 0-34 


ToraL Trarric REcErPtTs, PER | £61,060,027 
Account No. 10 


Tora 
Receipts £165,255 
Per cent. on total traffic receipts 0-27 
Payments 8 ; £157,271 
Per cent. on total traffic receipts 0-26 


| 


1936 
£25,963,191 
£82,072 

0-32 
£36,455 


0-14 


| £37,850, 108 


£90,436 
0-24 
£126,853 
0-34 


£63,813,299 


£172,508 
0-27 
£163,308 


0-28 


L.N.E.R. 


1935 


| £16,466,267 


£106,899 


| 0-65 
£60,708 
0°37 


£28,318,302 


£142,993 


£44,784,569 


£249,892 
0-56 
£120,179 


0-27 





L.M.S.R. 


1935 
MILEAGE AND DEMURRAGE 
Passenger train vehicles — x 
Receipts _ ; 30,534 
Expenditure 64,042 
Balance Dr. 33,508 | 
Goods train vehicles— 
Receipts 39,394 
Expenditure 2,167 
Balance ..| Cr. 37,227 
Hiru— 
Passenger train vehicles 
Receipts 5,729 
Expenditure 855 
Balance : Cr. 4,874 | 
Goods tram vehicles— 
Receipts 2,939 
Expenditure 138 
Balance Cr. 2,801 
TOTAL 
Receipts 78,596 
Expenditure 67,201 
Balance Cr. 11,395 


1936 


£ 
31,488 


70,717 


Dr. 39,229 


10,280 


13,063 


Cr. 27,217 


$588 


Cr. 4.53858 


3,564 


178 


Cr. 3,386 | 


79,920 
83,957 


Dr. 4,038 


1935 


£ 
44,705 


19,056 


| Cr. 25,649 


Financial and Operating Results of 


1936 | 1935 


£16,970,552 | £10,709,704 


£29,531,142 | £14,794,162 | 


£111,509 | £70,329 
0-66 | 0-66 
£62,372 | £13,051 
0-37 | 0-12 


£143,025 £104,275 | 


0-48 0-70 

£57,624 | £17,934 
| 

0-20 | 0-12 


£46,501,694 £25,503,866 


Table 148—Abstract ‘‘ H,’’ Mileage, Demurrage and Wagon 


| 183,164 


8,153 


Cr. 175,011 


11,149 
188 


| Cr. 10,961 


41,612 


| 57,162 


Dr. 15,550 


280,630 


84,559 


| Cr. 196,071 


Cr. 


G.W.R. 

















| 1936 | 1935 


| £11,062,282 | £15,626,365 


| 


} £71,620 | £5,036 
0-65 0-03 
| £12,838 | £3,403 
0-12 | 0-02 
£15,421,213 £4,782,762 
£106,842 £37,031 
0-69 | 0-77 
| £18,548 £46,067 | 
0-12 } 0-96 


| 








125,210 83,628 


171,187 | Dr. 76,492 





£254,534 £174,604 £178,462 | £42,067 £44,024 
0-55 | 0-68 0-67 0-21 | 0-21 
£119,995 £30,985 £31,380 ° £49,470 | £49,416 
0-26 0-12 0-12 0-24 | 0-24 
Hire, Years 1935 and 1936 
.E.R. G.W.R. Southern 
1936 1935 1936 1935 1936 
£ £ £ £ £ 
43,376 3,966 4,091 21,040 23,716 
19,495 5,111 5,828 | 25,075 | 27,480 
Cr. 23,881 | Dr. 1,145 | Dr 1,737 | Dr 4,035 | Dr. 3,764 
| 
200,507 696 1,647 | 60,053 | 61,831 
8,935 72,365 84,040 75,295 80,045 
1 Cr. 191,572 | Dr. 71,669 | Dr. 82,393 | Dr. 15,242 | Dr. 18,214 
| 
11,118 295 347 888 972 
180 } 95 l 
Cr. 10,9388 | Cr. 295 hi 3471 Cr. 793 |Cr. 971 
| | | 
41,395 | 2,180 | 3,590 1,349 | ? O87 
96,599 6,151 | 4,636 | 1,121 | 711 
Dr. 55,204 | Dr. 3,971 | Dr. 1,046 | Cr. 228 cr. 1,376 
296,397 | 7,136 | 9,675 | 83,329 88,606 


94,504 101,585 


| Dr. 84,829 | Dr. 18,256 


Southern 


£26,483,495 | £20,409,127 | 


1936 


| 

| 

| £16,090,00 

£4,377 

0-03 
£3.38: 


0-02 


£4,919,26 


£3964 


0-81 


£46,031 


| 
| 0-94 
| £21,009,269 















108,237 






| Dr. 19,631 
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Table 19—Receipts and Expenditure in respect of Steamboats, Years 1935 and 1936 
L.M.S.R L.N.E.R. G.W.R. Southern 
yrRoSsS RECEIPTS— 1935 1936 1935 1936 1935 1936 1935 1936 
Passengers ; ie eu £470,650 £510,961 | £390,055 £444,901 £127,858 £130,574 £661,532 £668,729 
- Per cent. of receipts a 33-69 34-80 ; 61-91 54°55 40-15 | 40-98 | 59-80 | 59-45 
Parcels and Mails a £158,279 £157,324 £40,453 £39,775 £45,214 £43,306 £232,022 | £231,061 
P Per cent. of receipts os 11-33 10-72 5-38 | 4-88 14-20 | 13-59 | 20-98 | 20-54 
Merchandise = ae a £612,104 £634,230 £261,351 £275,617 £120,475 £119,071 | £145,822 £151,073 
: Per cent. of receipts vue 43-81 43-20 34-78 33-79 37-84 37-37 | 13-18 | 13-43 
Livestock es | £109,220 £115,381 £5,540 | £5,209 £8,317 | £9,100 | £4,362 | £4,545 
Per cent. of receipts .... ; 7-82 7-86 | 0-74 0-64 2-61 2-85 0-39 | 0-41 
Miscellaneous : : au £46,850 £50,199 £54,034 £50,097 £16,550 £16,600 | £62,440 | £69,392 
3 Per cent. of receipts .... sak 3-35 3°42 7-19 | 6-14 5-20 5-21 | 5-65 | 6°17 
Total ; : Pa ~ £1,397,103 £1,468,095 i £751,434 £815,599 ; £318,414 | £318,651 | "$1,106,178 | £1,124,800 
Bg EXPENDITURE— ey a _ = Ss ; 
Salaries and wages = Si £476,024 £487,301 £293,964 £317,979 £102,752 £103,700 | £340,648 | £350,581 
Per cent. of expenditure _... 41-88 41-46 36-93 40-00 | 34:13 34°44 | 34-09 | 34°25 
os Fuel es oe: éoael £163,211 £163,775 £128,628 £129,909 | £56,571 | £55,779 | £159,220 | £159,873 
Per cent. of expenditure _... | 14°36 13-93 16-16 16-34 | 18-79 j 18-53 | 15-93 15-62 
6 Stores, lubricants, water, cc. . £24,172 £24,030 | £19,048 £21,329 | £6,536 £6,025 | £31,473 £33,806 
Per cent. of expenditure. 2°13 2-04 2-39 2-68 | 2°17 2-00 | 3°15 3°30 
Renewals ; af £208,268 £ISL.OSL | £351,801 | Cr. £2,200 
Per cent. of expenditure ; | 18-32 15-40 | 35°21 0-21 
Repairs .... ; aes ; £79,969 £80,813 | £67,329 £64,260 £20,609 | £20,577 £126,592 £140,714 
Per cent. of expenditure ua 7-03 6-88 | 8-46 8-09 6-84 6-84 12-66 | 13-74 
Insurance oe ee £25,118 | £20,852 £25,038 £24,700 £7,915 £7,142 £15,759 £16,181 
6 Per cent. of expenditure _.... 2-21 1-77 | 3-15 3-11 | 2-63 2-37 1-58 1-58 
Harbour fees and Light dues ....| £130,257 £133,155 | £64,708 | £56,291 | £41,446 | £39,934 £92,102 £91,354 
‘n Per cent. of expenditure 11-46 11-33 8-13 7-08 | I3-77 13-26 9-21 | 8-92 
1 General Charges oe | £42,245 £40,754 | £15,882 | £15,847 £10,640 | £10,280 £38,403 £37,049 
5 Per cent. of expenditure...) 3-72 3°47 2-00 1-99 =| 3-58 3-42 3:35 | 3-62 
4 Miscellaneous sesal £74,496 £82,320 £90,036 £79,319 £15,975 | £15,121 | £74,884 | £63,432 
Per cent. of expenditure.) 6-55 | 7-00 11-31 9-98 5-31 5-02 | 7-54 | 6-20 
2 TotaL Workina EXPENSES “£1,223,760 £1,214,081 Zz £704,633 £709,634 £262,444 | 258,558 | £1,230,882 | £890,790 
Per cent. of expenditure... 107-66 103-28 | 88-53 88-86 | 87-17 85-88 | 123-22 | 87-02 
7 Transfer to or from Renewal Cr. £87,109 | Cr. £38,625 | £91,275 | £85,247 £38,640 £42,498 Cr.£231,938 | £132,951 
Account | 
Per cent. of expenditure .. 7-66 | 3-28 | 11-47 10-73 12-83 14-12 23-22 | 12-98 
és loTaL EXPENDITURE i vo! ~ £1,136,651 "€1,175,456 . £795,908 £794,881 $301,084. £301,056 | s998,044 | £1,023,741 | 
; Per cent. on gross receipts.... 81-36 80-07 105-92 | 97-46 | 94-56 94-48 90-30 | 91-02 
. BaLaNnce— 
Profit .... in al naa £260,452 £292,639 jloss £44,474 £20,718 £17,330 £17,595 £107,234 | £101,059 
° Per cent. on gross receipts .... 18-64 | 19-93 - 2-54 5-44 5-52 9-70 8-98 
7 ae aca initia name —— =e saisibeacicdicdieecaain sadn 
1 





XUM 
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(Continued from page 626) 

unit have increased all round and except on the G.W.R. 
costs per train mile are also up. Electric train costs show 
a similar upward tendency both per electric power vehicle and 
per train-mile. Wages and fuel in the case of steam working, 
and wages and electric current in the case of electric working, 
are mainly responsible for the increases. 


Table XIV—Traffic Expenses 

In salaries and wages every company shows an increase 
under each head, with the one exception that the L.N.E.R. 
has a saving of £11,000 in respect of stationmasters and 
clerks. Fuel, lighting, water, and general stores have cost 
more in the case of all companies but only the Southern 
shows an increased expenditure on clothing. The L.N.E.R. 
has spent £20,000 more on printing, advertising and 
stationery, and the G.W.R. £7,500 more. The cost of wagon 
covers has gone up except on the G.W.R., and there is an 
upward tendency in the cost of cleansing, lighting and lubri- 
cating of vehicles. Shunting expenses have also increased, 
due no doubt to the greater amount of traffic handled. The 
L.N.E.R. has spent nearly £14,000 more on stationary 
engines, hoists and cranes. Clearing House expenses (except 
on the Southern), passenger ticket agents’ commission, tran- 
shipment by road vehicles, and miscellaneous traffic ex- 
penses, as might be expected, are all up, but the L.M.S.R. 
has saved £5,000 in coal tipping expenses. Taking the total 
of the abstract, whilst the expenses of all companies have 
increased the percentage of traffic expenditure to traffic re- 
ceipts is down, and this is satisfactory. 


Table XV—General Charges 


In this table an increase of £9,000 in insurance on the 
L.M.S.R. is the only change of note apart from the con- 
tinued increase in the cost of the superannuation benevolent 
and pension funds. The four companies together have spent 
£88,000 more under this head. 


Financial and Operating Results of 


Table XVI—Receipts and Expenses in Connection with 
Collection and Delivery of Parcels and Goods 


Revenue is greater in the case of all companies exce; 


the G.W.R. and the increases on the L.M.S.R. and 
L.N.E.R. have come mainly from goods train traffi 
The L.M.S.R. has again increased its horse sto 


whilst the other three companies continue to show reductions 
The number of motor vehicles continues to rise and tl 
number of horse vehicles to fall. L.N.E.R. and Souther 
costs per motor vehicle have risen, but the maintenan 
costs per vehicle vary widely in the case of all four con 
panies. Horse cost has risen from £61 to £70 on tl! 
L.N.E.R Only the Southern company is able to show 

profit in respect of its Collection and Delivery business ai 
it records a surplus of £20,000 but the ratio of worki: 
expenses to receipts is 96-11 per cent. 


Table XVII—Running Power Receipts and Payments 

This table indicates an increase in running power pa 
senger traffic except in the case of the Southern compan 
In goods train traffic there is also an increase in receipts 
though the payments by the L.N.E.R. and Southern a 
rather less. 


Table XVIII—Mileage, Demurrage and Wagon Hire 


On the passenger side there is not much change in tl 
mileage and demurrage position, but on the goods side th 
L.M.S.R. credit balance is reduced by £10,000, whilst that 
of the L.N.E.R. is increased by £16,500. The debit balanc: 
of the G.W.R. and Southern have increased by £11,000 and 
£3,000 respectively. The debit balance against the L.N.E.R 
for the hire of goods train vehicles has increased by £40,000 
There would appear to be a case for endeavouring to reduc: 
the number of wagons under and awaiting repair provided 
they are of suitable type for the traffic for which wagons 
have had to be hired. 


Table 20—Receipts and Expenditure in respect of Canals, Years 1935 and 1936 


L.M.S.R. L.N.E.R. G.W.R. | Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
MILEs OF NAVIGATION, PER StTa- 536 536 246 246 211 211 4} $! 
TISTICAL RETURN V. 
Gross receipts £117,740 | £118,449 £37,067 £36,203 £13,894 £14,256 £1,890 | £1,799 
Per mile of navigation £220 | £221 £151 £147 £66 £68 £420 £400) 
EXPENDITURE— 
Superintendence £2,995 £3,067 £406 £369 £194 £194 £140 £140) 
| 
Wages of toll clerks, lock- | £11,679 £11,722 £4,649 £4,635 | £442 £429 £199 £159 
keepers, &c. 
Maintenance of canals and | £94,462 | £97 157 £38,227 £39,429 | £28,139 £27,630 £1,081 £514 
water supply | | 
Rates, including rate relief £8,959 | £7,881 £4,558 £2,302 £1,821 £626 £46 £28 
Miscellaneous £12,248 | £12,081 £2,357 £1,720 £1,308 £1,761 £20 £12 
General charges £5,481 £5,349 £1,006 £1,001 £700 £706 £29 £30) 
| | 
Transfer from Renewal Account | Cr. £1,102 | £496 
| | 
TOTAL £134,722 £137,753 £51,203 £49,456 | £32,604 | £31,346 £1,515 £883 
Per mile of navigation £251 £257 £208 £201 £155 | £149 £337 | £196 
Per cent. on gross receipts 114 | 116 138 137 235 220 80 49) 
} 
BaLANCE— | 
Profit ail , a - - — £375 £916 
Loss £16,982 £19,304 £14,136 £13,253 £18,710 £17,090 _ 






















aM) 


44) 





the British Group Railways in 1936 


Table XIX—Receipts and Expenditure in Respect of 


Steamboats 


All companies record increases in passenger receipts, and, 
with the exception of the G.W.R. in merchandise receipts 
also. Parcels and mails revenue is slightly down. The 
.-M.S.R. has £6,000 more from livestock. Total receipts 
ire up all round though the increase on the G.W.R. is very 
rifling. Working expenses apart from renewals do not show 
uny marked changes. The L.M.S.R. has spent £27,000 less 
on renewals and has drawn nearly £49,000 less from the 
renewals fund. Its profit has increased by £32,000. The 
L.N.E.R. has managed to convert a loss of £44,000 in 1935 
to a profit of nearly £21,000 in 1936 and on the G.W.R. 
the profit is practically the same as a year ago. The Southern 
spent nothing on renewals in 1936 but placed £133,000 to 
reserve instead of drawing £232,000 therefrom. The net 
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Table XX—Receipts and Expenditure in Respect of 
Canals 

Changes in this table are very slight, and only the Southern 
is able to show any surplus of receipts over expenses. As 
already mentioned, the L.M.S.R. is applying for powers to 
abandon parts of the Manchester, Bolton and Bury, the Crom- 
ford, and the Shropshire Union canals, and this may reduce 
the loss on working. The L.N.E.R. is also seeking powers 
to lease part of the Nottingham canal to the Trent Naviga- 
tion Company. 
Table XXI—Receipts and Expenditure in Respect of 

Road Transport 

All companies have increased their receipts both from 
passengers and goods, and although expenses are also up, 
profits have increased all round. The G.W.R. has reduced 
its ratio of working expenses to receipts from 91-14 to 81-46, 





result is to reduce the profits by only £6,000. 


whilst the Southern ratio is only 71:34. 
(Text continued on page 636) 


Table 24—Receipts and Expenditure in respect of Road Transport, Years 1935 and 1936 











1 











L.M.S.R. L.N.E.R. G.W.R Southern 
1935 1936 1935 1936 | 1935 1936 1935 1936 
Gross RECEIPTS: 
Passenger Services 
Passengers £225,728 £235,494 £90,764 £99,533 
Other Receipts £704 | £863 | £341 £342 | | 
| 
Goods Services £141,768 £159,661 £91,027 £101,423 | £71,852 £84,444 | £23,263 £24,278 
Miscellaneous | £336 £382 £63 £89 | m £637 | 
| tate a = : ae : : 
ToTaL ; , £368,536 | £396,400 £182,195 £201,387 | £71,852 £85,081 £23,263 £24,278 
+ | es : a rags ™ > a | ws az ——e 
EXPENDITURE : / 
Superintendence | £8,688 £10,207 £3,296 £3,498 | £2,277 | £2,427 | £121 | £137 
| | | 
Maintenance of Buildings £4,241 £4,414 £2,467 £2,245 | £369 | £330 | £46 | £61 
Maintenance of Motor Vehicles £76,085 £62,655 £16,425 £18,824 | £12,965 £10,783 | £2,644 | £3,961 
Maintenance of Horses £2,255 £2.72] £1,176 | £1,201 | £201 £219 | “ 
Maintenance of Horse Vehicles £454 £394 £428 | £364 £49 £49 
= piel as aie —- 
Traffic Expenses £165,878 £184,736 £78,742 £90,801 | £34,875 £37,556 | £10,165 £10,257 
Hire of Vehicles... £279 £30 £13,695 £13,540 | £4,012 | £4,442 | £1,253 £1,167 
| — > *4anme 
General Charges £4,406 £5,136 £2,721 £2,797 | £2,207 £2,370 | £448 £473 
Rates £1,177 £1,000 £585 £527 £7 £3 | £106 £39 
Licence Duty £20,921 £19,698 £7,481 £7,880 | £5,986 | £5,781 | £1,381 £1,350 
Miscellaneous £14,218 £18,507 £9,508 £10,001 } £1,433 £2,207 | £266 | £321 
¥ 
Road Transport for and by £3,849 | Cr. £4,014 | Cr. £1,029 | Cr. £360 | Cr. £4 £3 
other Railway Companies 
and Undertakings ; te 
Transfer to or from Renewal | £6,682 £23,583 £17,043 £18,391 £1,112 £3,141 | Cr. £6 | Cr. £446 
Account | 
ToTaL £309,133 £329,067 £169,709 £65,489 £69,308 | £16,427 £17,319 
Per cent. of gross receipts 83-88 83-01 83-72 84-27 91-14 81-46 70-61 71-34 
BALANCE | 
} | j | 
£59,403 | £67,333 | 229,657 | £31,678 | £6,363 | £15,773 £6,836 £6,959 
| 


Profit .... i = osoal 
| 
| 


Loss 










































634 


Table 22—Receipts and Expenditure in Respect of Do 


Gross Receretrs— 
Harbour and light dues 


Per cent. of receipts 
Dock dues on ships 
Per cent. of receipts 
Dock dues on goods 
Per cent. of receipts . 
Dock dues on passengers 
Per cent. of receipts 
Wharf and pier dues 
Per cent. of receipts 
Dock railways 
Per cent. of receipts 
Cranage and other services 
Per cent. of receipts 
Graving docks 
Per cent. of receipts .... 
Warehousing 
Per cent. of receipts 
Rents 
Per cent. of receipts. 
Misce llane OUS 
Per cent. of receipts .... 
Total 
EXPENDITURE 
Supe rintendence 
Per cent. of expenditure 
Maintenance 
Per cent. of expenditure 
Dredging 
Per cent. of expenditure 
Operating expenses 
Per cent. of expenditure 
Rates, including Rate Relief 
Per cent. of expenditure 
General charges 
Per cent. of expenditure 
Miscellaneous 
Per cent. of expenditure 
Transfer to or from’ Suspense 
Account 
Per cent. of expenditure 


Total 


Per cent. on gross receipts .... 


Net receipts from docks, har- 
bours and wharves 


£16,038 


1-77 





£905,569 | 


£41,538 
4-66 
£140,977 
15-83 
£112,874 


12-67 


£530,040 | 


59-51 
£30,233 
3-40 
£30,857 
3°46 
£35,216 
3°95 
Cr. £31,000 


3°48 





£890,735 
| 98-36 
| 


£14,834 


Cr. 


£16,481 
1-66 
£991,336 
£42,909 
$-39 
£165,932 
16°96 
£177,667 
18-16 
£584,174 
59-70 
£34,156 
3°49 
£29,477 
3°01 
£37,892 
3-87 
£93,700 
9-58 
£978,507 
98-71 


£12,829 


| L.M.S.R. 
| 1985 1936 
| £63,410 £67,312 | 
| 7-00 6-79 
£76,035 £82,088 
8-40 8-28 
£118,301 £127,277 
13-06 12-84 
£1,209 £2,819 
0-13 0-28 
£17,067 £18,207 
1-89 | 1-84 
£162,096 | £180,231 
17-90 | 18-18 
£406,615 £456,593 
44-90 46-06 
£9,114 £9,353 
1-01 0-94 
£9,855 £7,694 | 
1-09 0-78 
£25,829 £23,281 
2-85 2°35 
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L.N 


1935 
£23,241 


0-88 


£495,150 | 


18-65 
£287,823 
10-84 
£459 
0-02 
£125,878 
4-74 
£467,099 
17-59 
£956,742 
36-03 
£39,947 
1-50 
£40,457 
1-52 
£106,613 


4-01 


£112,157 | 


4-22 
£2 655,566 
£76,634 
3-02 
£442,470 
17-42 


£106,811 


4-20 
£1,352,520 


53°23 


£143,603 | 


5-65 
£60,563 
2-38 
£125,534 
4-94 
£232,615 
9-16 
£2,540,750 
95-68 


£114,816 


Financial and Operating Results of 


-E.R. 


1936 


| £25,204 


0-93 


£500,614 
18-30 
£293,933 


£401 


0-02 


£123,337 
4-51 


£488,839 


17-87 
£1,011,797 

36-99 
£39,200 

1-43 
£44,423 


1-62 





£89,628 
3-28 


£117,565 


4-30 


|£2.735,4 31 


£77,866 
| 
| 


3°05 


£427,637 


£1,947,783 | 





G.W.R. 
1935 1936 
£28,591 | £31,099 
1-47 | 1-65 
£463,280 | £420,499 | 


23-79 

£420,932 

21-61 
£7,986 | 


0-41 


0-43 | 
£93,334 | 
4-79 | 
£787,891 | 
40-45 | 
£9,206 
0-47 
£12,546 
0-64 
£75,141 
3-86 


£40,597 





2-08 


£58,572 | 
3-08 


£395,529 


| 
| 
} 
| 
| 
| 











16-76 20-80 
£115,862 £85,332 | 
| 4-54 4-49 | 
le 1,436,118 | £942,063 
| 56-29 | 49°55 | 
£63,803 | 2207, 949 
2-50 | 10-94 
| £60,094 | £83,031 
2-36 4-37 
£130,141 £85,744 
5-10 4°51 
£239,864 £42,880 
9-40 2-26 
£2,551,385 | £1,901,100 | 
93-29 97-60 
| £46,683 | 


£183,646 





22-29 
£392,217 
20-80 
7,531 


0-40 


£8,653 | 


0-46 


£99,519 


41-42 


£9,768 | 


0-52 


£13,642 | 


0-72 
£75,166 
3°98 
£46,669 
2-48 
£1.886,021 
£57,034 
3°23 
£422,756 
23-93 
£90,692 
5-14 
£911,108 


51-58 


£87,612 ; 


4-96 
£80,015 
4-53 
£91,020 


5-15 


£26,083 | 


1-48 
£1,766,320 

93-65 
£119,701 


cks, Harbours and Wharves, Years 1935 and 1936 


| Southern 
1935 1936 
£67,777 £69.65) 
6-16 5-8! 
£269,930 £297 
24-53 24-78 
| £73,248 £71,436 
| = 6-66 5-95 
£20,525 | £26,604 
| 1-87 2-23 
| £25,529 | £25 
| 2-33 | 2-1] 
| £69,986 | £70,917 
6-36 5-91 
| 
| £411,839 £448,027 


| 37°43 
£46,701 
4-25 
£9,563 
0-87 
£55,640 
5-06 
| £49,247 
4-48 
£1,099,985 
£14,939 
1-94 
£85,595 
11-12 
£101,538 
13-19 
£418,755 
54°38 
£26,407 
3°43 
£37,757 
4-90 


£48,871 


6°35 
£36,113 


4-69 


£769,975 


70-00 
| £330,010 
} 








| 
| 


37°34 


£66,010 
5:50 
£13,816 
1-15 


£56,225 
1-68 


£54,608 


£1,200,139 


»)7 


£15,227 
1-81 
£113,653 
13-49 
£101,162 
12-01 


£464,295 


£39,300 
4-66 
£59,198 
7-03 
£20,829 
2°47 
ag £842,486 
70-20 


£357,653 
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Table 23—Receipts and Expenditure in Respect of Hotels and of Refreshment Rooms and Cars where Catering is carried on by the Company, 
Years 1935 and 1936 
— =. ae — x _ ae 
L.M.S.R L.N.E.R. | G.W.R Southern 
1935 1936 1935 1936 1935 1936 | 1935 1936 
RECEIPTS— | 
| 
Total receipts from hotels and | £2,861,859 | £2.985,241 £1,839,018 | £1,953,549 | £699,457 £744,785 £128,923 £139,900 
sale of provisions, &c., in | | 
the refreshment rooms 
4 and cars 
| 
EXPENDITURE— | 
, wu 
OU Salaries and wages £589,864 | £609,600 £328,611 £339,059 £125,798 £132,676 | £21,048 £21,522 
| 
) Per cent. of expenditure 23°76 23-48 | 19-16 18-95 20-26 19-91 17-09 16-40 
| | 
Per cent. on gross receipts .... 20-61 20-42 | 17-87 17-36 17-98 17-81 16-33 15-39 
Provisions, wines and spirits £1,225,008 | £1,279,245 £938,056 £991,493 £358,906 £384,011 £55,079 £57,640 
consumed | | 
rhe Per cent. of expenditure 49-35 49-27 | 54-71 55-41 57-81 57-62 | 44-71 43-94 
Per cent. on gross receipts . 42-80 42-85 51-01 50°75 51-31 01-56 |} 42-73 41-20 
| 
O27 Maintenance of hotels and £253,941 £314,702 £193,062 £194,034 | £37,143 £43,979 | £24,223 £28,530 
refreshment rooms and fit- | 
: tings, furniture, &c., of 
refreshment cars | 
O10 Per cent. of expenditure 10-23 12-12 11-26 10-84 5:98 6-60 19-66 21-75 
Per cent. on gross receipts .... 8-87 10-54 | 10-50 9-93 5°31 5-90 18-79 20-39 
oii Heating and lighting of hotels £95,878 £98,934 £55,422 £56,379 | £18,171 | £19,717 £5,703 £6,038 
. and refreshment rooms 
: Per cent. of expenditure 3-86 3-81 | 3-23 3-15 2-93 | 2-96 4-63 4-60 
| 
225 Per cent. on gross receipts 3°35 3°31 3°01 2-89 2-60 2-65 4°43 4°31 
| 
, Rents £40,906 £44,139 | £39,693 £38,780 £22,438 £22,635 ~- 
yous Per cent. of expenditure 1-65 1-70 2°31 2°17 3°61 3-40 | — 
) Per cent. on gross receipts 1-43 1-48 | 2-16 1-99 3-21 | 3-04 - 
} } 
139 Rates £64,531 £64,096 | £37,284 | £37,610 £11,859 | £12,287 | £3,250 £2,601 
997 
22% Per cent. of expenditure 2-60 »-47 2-17 2-10 1-9] 1-84 | 2-64 1-98 
| | } 
Per cent. on gross receipts 2-26 2-15 2-03 1-92 1-70 1-65 | 2-52 1-86 
| } 
_ | 
653 Licence Duty £8,625 | £8,546 £7,873 £7,296 £4,013 | £3,833 | £443 £417 
) Per cent. of expenditure 0-35 0-33 0-46 0-4] 0-65 0-57 0-36 0-32 
162 Per cent. on gross receipts 0-30 | 0-29 0-43 0-37 0-57 0-52 | 0-34 0-30 
| 
General Charges £52,196 £55,618 £34,564 | £35,050 £11,077 | £14,191 | £3,228 | £3,838 
| 
20 Per cent. of expenditure a 2-10 ; 2-14 2-02 1-96 1-78 | 2-13 2-62 2-92 
| 
Per cent. on gross receipts ... | 1-82 1-86 } 1-88 1-79 1°58 1-9] 2.50 ».74 
822 Miscellaneous £180,423 ! £190,909 | £108,157 | £113,235 £31,466 £33,158 £10,900 | £12,183 
; | | 
~ Per cent. of expenditure ; 7-27 7-35 6-31 6-33 5-07 4-97 8-85 9-29 
| 
), BO) Per cent. on gross receipts ... 6-31 6-40 5-88 5° 80 4-50 4°45 8-46 8-71 
6 Transfer to or from Suspense | Cr. £29,130 | Cr. £69,420 | Cr. £27,995 | Cr. £23,533 Cr. £656 £1,579 
Account a ‘ -— 
108 | | 
} 
3 ToraL EXPENDITURE £2,482,242 | £2,596,369 | £1,714,727 | £1,789,403 | £620,871 £666,487 £123,188 | £131,190 
; | | 
) 394 Per cent. of receipts } 86-73 ! 86-97 93-24 91-60 88-76 89-49 95-57 93°77 
Balance— | | | 
~~ Profit... se eave £379,617 £388,872 | £124,291 | £164,146 | £78,586 | £78,298 £5,735 | £8,710 
“> ** ! 
9 Percentage of profit to gross | 13-27 13-03 6-76 8-40 | 11-24 | lo-5l 4-43 6-23 
receipts ' 
1.653 





XUM 
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(Continued from page 633) 


Table XXII—Receipts and Expenditure in Respect of 
Docks, Harbours and Wharves 


The L.M.S.R. shows an increase of £86,000 in gross 
receipts, which, however, is all absorbed in additional work- 
ing expenses, maintenance having increased by £25,000, 
dredging by £65,000, and operating expenses by £54,000. 
An increase of £63,000 has been drawn from the renewals 
fund to meet this additional expenditure, and the net receipts 
are only £2,000 down. The L.N.E.R. receipts have increased 
by £80,000, to which dock railways have contributed 
£22,000 and cranage and other services £55,000. Expenses 
are only up by £11,000, for although operating expenses 
were £84,000 higher the reduction in rates amounted to 
£80,000, and profits have been increased by £69,000. 


Financial and Operating Results of 


Although the G.W.R. had a reduced revenue of £61,000, 


mainly in respect of dock dues on ships and goods, and 
spent £32,000 more on maintenance and dredging, its 


operating expenses were £31,000 less and the reduction in 
rates amounted to £130,000, and the net receipts increased 
by £73,000. Penarth Dock has been temporarily closed for 
economy reasons. The increase of £100,000 in gross receipts 
on the Southern came mainly from dock dues on ships, 
£28,000; cranage and other services, £36,000; and graving 
docks, £20,000. Maintenance costs rose by £28,000 and 
operating expenses by £46,000, whilst profits increased by 
£27,000. The Southern manages to work its dock under- 
taking at a ratio of just over 70 per cent. working expenses 
to receipts. In the case of the other three companies the 
ratios are well over 90 per cent. 


(Text continued on page 638) 









































L.N.E.R. 























Table 24—Mileage of Lines Open for Traffic and Receipts per Route Mile, Years 1935 and 1936 








L.M.S.R. G.W.R. Southern 
1935 1936 1935 1936 1935 1936 1935 1936 
MiLeaGe or Lines OPEN FOR 
TRAFFIC (PER STATISTICAL | | ; | 
Return 1a)— | 
Lines owned by the Company, | 
including Company’s share | 
of Lines Jointly Owned other | 
than those included in Ab- | 
stract * J” — | 
| | | 
Length of road | 6,930 6.891 6,364 6,360 3,783 3,775 | 2,138 | 2,139 
Total miles reduced to single | 13,363 13.337 11,456 | 11,450 6,463 6,467 4,108 | 4.114 
track 
Sidings reduced to single 6,015 6.008 5,361 5,358 | 2,611 ! 2.615 1,253 1,272 
track 
Total of single track (includ- 19,378 | 19.345 16,817 | 16,808 | 9,081 9,082 5,361 | 5,386 
ing sidings) | | | 
| 
| | 
Lines leased or worked— | | 
| } 
Length of road 3 3 | 12 12 8 7 | 30 30 
| | 
Total miles reduced to single 4 4 | 25 25 9 8 | 31 31 
track | | 
Sidings reduced to single | l 1 | 1 | l 4 4 | 6 6 
track | | 
Total of single track (includ- | 5 | 5 | 26 | 26 13 12 | 37 37 
ing sidings) | 
ToTraLt— 
Length of road 6,933 6,894 | 6,376 | 6,372 3,791 3,782 | 2,168 2,169 
} | 
Total miles reduced to single | 13,367 13,341 11,481 | 11,475 6,472 | 6,475 | 4,139 4,145 
track 
- — ‘ » > | 9~ 972 
Sidings reduced to single | 6,016 6,009 5,362 5,359 2,615 2,619 1,259 1,278 
track 
Total of single track (includ- 19,383 19,350 16,843 16,834 9,087 9,094 | 5,398 5,423 
ing sidings) - . . 
Passencer TRAIN Recerts. | £25,142,375 | £25,963,191 | £16,466,267 | £16,970,552 | £10,709,704 | £11,062,282 | £15,626,365 | £16,090,002 
Pek Account No. 10 pes 
Per route mile £3,626 £3,766 £2,583 £2,663 £2,825 | £2,925 £7,208 £7,418 
Goops Train Recerts. Per | £35,917,652 | £37,850,108 | £28,318,302 | £29,531,142 | £14,794,162 | £15,421,213 | £4,782,762 | £4,919,267 
Account No. 10 , 
Per route mile we £5,181 £5,490 £4,441 £4,635 | £3,902 | £4,078 £2,206 £2,268 
| j 
Torat Trarric Recerpts. Per | £61,060,027 | £63,813,299  £44,784,569 | £46,501,694 | £25,503,866 | £26,483,495 | £20,409,127 | £21,009,269 
Account No. 10 nee 
Per route mile £8,807 £9,256 £7,024 £7,298 | £6,727 | £7,003 £9,414 £9,656 
Torat Ramway Recerpts. Per | £61,658,170 | £64,462,842 | £45,145,649 | £46,883,485 | £25,738,314 | £26,729,440 | £20,647,677 | £21,256,414 
Account No. 10 } = sei 
Per route mile £8,893 £9,351 £7,081 £7,358 £6,789 | £7,068 £9,524 £9,800 
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Table 25—Stock of Coaching Vehicles, Number of Passengers Carried, and Number 

















of Season Ticket 








Supplement to THE RAILWAY GAZETTE, March 26, 1937 


637 


Holders, Years 1935 and 1936 





















































| L.M.S.R. L.N.E.R. G.W.R. Southern 
: ae . | lie , cite 
NUMBER OF PASSENGER CAR- 1935 | 1936 1935 1936 1935 1936 1935 1936 
RIAGES (PER STATISTICAL | | | 
Return IT)— | 
Steam 16,909 | 16,886 12,386 12,316 | 6,076 6,051 4,400 4,111 
| | 
Electric .... 625 | 624 | 137 | 137 60 40 | 2,204 2,352 
| | 
Rail motor 12 | 12 | 94 | 89 | 7 37 1 1 
Total | ye 17,546 | 17,522 | 12,617 | 12,542 6,143 | 6,128 | 6,695 6,464 
Pes, Se eee Tees lt aS 2 See Ce ee 
NuMBER oF SEATS OR BERTHS | 
(PER STATISTICAL RETURN IT) 
Steam— | 
First 119,448 115,700 | 76,449 76,801 37,848 37,241 40,141 37,040 
Second. 1,788 1,588 | 46,570 45,870 | — 264 264 
Third .... 889,187 894,376 | 552,299 549,371 311,907 313,226 184,880 175,165 
Electric .... 43,735 | 43,665 8,240 8,240 2,680 1,920 172,957 177,899 
| | 
Rail motor 592 592 | 5,523 5,207 | 405 | 1,767 44 44 
Total 1,054,750 | 1,055,921 | 689,081 685,489 | 352,840 | 354,154 398,286 390,412. 
NuMBER OF PASSENGERS Con- } i 
VEYED (PER STATISTICAL | 
Return XIII)— | 
Excluding season ticket 314,206,470 | 322,062,370 | 201,005,653 | 206,501,651 | 113,202,623 | 113,530,871 | 228,019,661 | 233,393,310 
holders | 
Estimated number of journeys | 128,603,400 | 128,468,400 | 91,441,800 | 92,203,800 | 40,905,600 | 40,866,000 | 121,221,000 | 126,868,800 
by season ticket holders | 
| — a a —_ 
Total ..| 442,809,870 | 450,530,770 | 292,447,453 | 298,705,451 | 154,108,223 | 154,396,871 | 349,240,661 | 360,262,110 
| 
Per carriage “| 25,237 25,712 23,179 23,816 25,087 | 25,195 52,164 55,734 
Per seat .... él 420 427 | 424 436 437 436 877 923 
NUMBER OF OTHER COACHING | 
VEHICLES— 
| | 
Post Office vans ae © 81 | 80 | 27 28 33 33 22 23 
| | 
Luggage, parcel, milk, fruit 2,554 | 2,585 | 1,370 1,369 1,325 1,295 1,242 1,177 
and brake vans 
Fish vans and trucks .... oe 857 872 | 3,155 3,730 | 363 363 — — 
| 
Carriage trucks 1,684 1,638 | 563 530 259 | 250 138 95 
| 
Horse boxes 1,000 | 961 | 1,195 1,199 714 647 415 400 
Miscellaneous 235 259 60 70 100 a 72 69 
Total 6,411 | 6,395 | 6,370 6,926 | 2,794 2,705 1,889 1,764 
Total coaching vehicles, in- 23,957 | 23,917 18,987 19,468 8,937 8,833 8,584 8,228 
cluding electric stock and 


rail motor vehicles 
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NUMBER OF MERCHANDISE AND 
MINERAL WaGoNS' (PER 
SratistTicaL Return IIp)— 


Open 

Covered 

Special 

Rail and timber (including twin 


trucks) 
Mineral 


Total 


NoumBer oF Originatina Tons 
CONVEYED (ExcLUDING 
CoaL AND COKE). (PER 
Statistica, Return XIV.) 


Tons 
Per wagon (excluding mineral) 


NuMBER oF CATTLE TRUCKS (PER 
StatisticaL Return IID) 


Heaps or OrigInatTiInac LIVE 
Stock. (PER STATISTICAL 
Return XIV.)— 


Number 
Per wagon 


NoumsBer or BrakE VANS (PER 
StatisticaL Return IIe) 


NumBer oF Raitway SERVICE 
VEHICLES AND HORSES FOR 
SHUNTING (PER STATISTICAL 
Return IIz)— 

Coal, coke, ash and sand 
wagons 


Ballast wagons .... 
Other wagons, &c. 
Total 


Horses for shunting 


in maintenance. The 


tion in route-mileage. 
increases in track mileage. 





draft 


on 


reserve 
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| 


L.M.S.R. 
1935 1936 
| | 
139,473 | 139,275 
50,327 51,695 
2,904 | 3,154 
6,296 7,248 | 
58,905 | 59,207 | 
257,905 | 260,579 | 
38,204,017 41,587,407 | 
192 | 207 
7,748 | 7,561 
| | 
4,635,089 | 4,723,192 | 
598 | 625 
5,593 | 5,537 
| 
8,811 | 9,219 
3,333 | 2,877 
2,386 2,378 
14,530 14,474 
139 138 





has been 


On the 


G.W.R. 


Table XXIV—Mileage of Line and Receipts per 

Route- Mile 
All companies except the Southern show a further reduc- 
The G.W.R. and Southern both have 
Revenue per route mile has gone 
up all round and the Southern still leads with £9,800 in total, 
although it is still much below the other companies in 
goods train receipts per route mile. 


Table XXIII—Receipts and Expenditure in Respect of 
Hotels, Refreshment Rooms and Restaurant Cars 
All companies show good improvements in their takings. 

The expenditure of the L.M.S.R. shows increases of £20,000 

in salaries and wages, £54,000 in food and drink and £61,000 

£40,000 
higher than in 1935, and profits are increased by £9,000. 

The L.N.E.R. has spent £53,000 more in provisions, &c., 

but its profits are up by £40,000. 

increase in receipts is balanced by a corresponding increase 
in expenses, and profits remain practically unchanged. 
the Southern profits have advanced by £3,000. 


the 


On 

















Table 26-—-Stock of Goods Train Vehicles and the Tonnage of Merchandise and Mineral Traffic Conveyed, Years 1935 and 1936 











L.N.E.R. | G.W.R. Southern 
1935 1936 1935 1936 1935 1936 
101,886 99,186 45,948 45,305 23,156 23,255 
36,663 38,368 | 23,712 24,241 5,472 5,842 
4,794 6,281 | 1,585 1,763 736 729 
12,165 13,057 | 2,444 2,403 708 650 
79,624 77,975 | 1,386 1,233 1,575 L544 
235,132 | 234,867 75,075 | 74,945 | 31,647 | ~ 32,020 
| 
| 
34,174,453 | 36,761,205 | 15,600,918 | 16,605,860 | 4,577,368 | 4,572,342 
220 | 234 | 212 | 225 | 152 150 
5,378 | 4,886 | 3,148 3,089 | 1,065 1,001 
| 
| 
| | 
| 
3,370,512 | 3,430,509 | 1,655,908 | 1,758,946 584,091 | 559,745 
627 | 702 | 526 569 548 559 
4,471 4,636 | 2,198 2,233 | 957 | 969 
i 
| | | 
8,554 8,151 | 4,338 | 4,354 | 149 | 142 
1,871 | 1,780 | 1,973 3,067 | 777 | 783 
2,488 | 2,498 1,499 1,481 737 | 751 
| 1913 | 12,428 | 7,810; 8,902|  1,663|  —_—+1,676 
gon P 233 Z o7/ a | 30 | 8 





pre-eminent. 


Table XXV—Stock of Coaching Vehicles 


All companies show slight reductions in the number of 
passenger carriages, but the L.M.S.R. and G.W.R. have 
small increases in the number of seats provided. The number 
of passengers carried per seat provided has gone up except 
on the G.W.R., and the Southern once again stands out 


It will be seen that the L.N.E.R. has made a 
substantial addition to its stock of fish vans. 


Carriage trucks 


are diminishing in number, likewise horseboxes, except on 
the L.N.E.R. The L.M.S.R. is the only company to show 
an increase in luggage, parcel, &c., vans. 


of covered vans. 


Table XXVI—Stock of Goods Train Vehicles 


The Southern company alone shows an increase in open 
goods wagons, but all companies have added to their stocks 


Special wagons are also on the increase, 


particularly on the L.N.E.R., and both the L.M.S.R. and 


L.N.E.R. have added substantially to their rail and timber 
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\, 
P trucks. The L.M.S.R. is the only company showing an in- Table XXVII—Train and Engine Mileage and Receipts 
crease in mineral wagons. All companies except the per Train-Mile 
Southern show an increase in the average number of tons There is a general all-round increase in train and engine 
of merchandise conveyed per wagon per annum. Cattle miles. The G.W.R. has discontinued the use of steam rail 
wagons have diminished in number, whilst heads of origina- motors, but has greatly increased its diesel mileage. Southern 
ting livestock have increased, and the average number of electric passenger train mileage for the first time exceeds 
heads per wagon per annum is well up. As regards service the steam passenger train mileage. Earnings per train-mile 
vehicles the L.M.S.R. has increased its stock of locomotive re slightly up all round in the case of passenger train 
coal wagons by 400, but has 450 fewer ballast wagons. The _ traffic, but the L.N.E.R. shows a slight reduction in earnings 
L.N.E.R. has 400 fewer locomotive coal wagons, whilst the per goods train-mile, and now falls below the L.M.S.R., 
G.W.R. has added 1,100 ballast wagons. Shunt horses though it still tops the list in total traffic receipts per train- 
5 remain about the same in number. mile. 
12 
29 Table 27—Train and Engine Mileage and Receipts per Train-Mile, Years 1935 and 1936 
50 Corrine ey) oe oe | 
L.M.S.R. L.N.E.R. G.W.R. Southern 
44 | ae mer PACwrero 
| 
20 1935 1936 1935 1936 1935 1936 1935 | 1936 
A. MILES RUN IN RELATION TO THE 
Company’s Trarric ReE- | | | 
certs. Totat TRAIN-MILES | 
(PER SvatisticaL RETURN | 
XII) 
| 
342 Coaching 99,448,808 | 101,393,378 67,137,529 68,583,468 | 42,086,286 43,388,105 59,473,957 60,855,835 
| 
150 Goods seal 53,767,546 | 56,413,766 42,197,749 44,166,080 | 23,097,322 24,077,268 7,375,138 7,483,124 
O01 Total “| 153,216,354 157,807,144 | 109,335,278 | 112,749,548 | 65,183,608 67,465,373 66,849,095 68,338,959 
B. MILES RUN IN RELATION TO THE | 
CompPpaNy’Ss EXPENDITURE. | 
ToraL ‘TRAIN-MILES (PER | 
StatisticaL Return XII) 
745 Coaching | 99,486,130 | 101,430,157 67,286,116 68,735,745 42,062,544 43,336,066 59,471,492 60,839,508 
559 Goods | 53,917,912 56,631,519 42,263,770 44,229,004 22,741,757 24,008,074 7,303,395 7,423,223 
| FS SE ins Figs : i s 
969 Total | 153,404,042 | 158,061,676 | 109,549,886 | 112,964,749 | 64,804,301 67,344,140 66,774,887 68,262,731 
C. MILES RUN BY THE COMPANY’S 
ENGINES (PER STATISTICAL | | 
Return XII). Torat TRatn- 
MILES | 
Coaching 98,952,746 | 100,812,424 69,977,988 71,494,707 | 42,009,605 43,299,380 58,572,428 59,940,248 
142 
Goods 54,711,608 57,429,223 44,397,143 46,463,524 23,340,160 24,329,643 7,068,257 7,174,786 
783 Beecccrsinianeet: Ti te mt 
Total .... .| 153,664,354 158,241,647 | 114,375,131 | 117,958,231 | 65,349,765 67,629,023 65,640,685 67,115,034 
751 
_ Shunting Miles— | 
676 
Coaching ' 7,538,478 7,572,000 4,294,494 4,445,892 | 2,838,480 2,914,423 2,504,966 2,475,246 
27 
Goods ..| 37,537,025 40,152,480 30,693,617 31,733,096 | 19,676,827 20,267,454 6,818,340 7,025,290 
Other Miles (Assisting Light, &c.) | 23,087,130 23,949,607 15,284,038 15,889,946 6,956,143 7,460,471 4,723,270 4,939,473 
r of Total engine miles 221,826,987 229,915,734 | 164,647,280 170,027,165 | 94,821,215 98,271,371 79,687,261 81,555,043 
! 
lave — ee oe ee re — “dey Se ae Ce eo ae ee 
aber Percentage train-miles of total 69-27 68-83 69-47 | 69-38 68 -92 68-82 | 82-37 82-29 
cept engine miles | 
out Passen@er TRAIN Recerets. Per | £25,142,375 | £25,963,191 | £16,466,267 | £16,970,552 | £10,709,704 | £11,062,282 | £15,626,365 | £16,090,002 
de . Account No. 10 
ucks 
t on Per train-mile a 5s. 0-68d. | 5s. 1-46d. 4s. 11-22d. | 4s. 11-39d. | 5s. 1-07d. 5s. 1-19d. | 5s. 3-06d. 5s. 3-45d. 
show 
Goops Train Recerpts. Per | £35,917,652 | £37,850,108 | £28,318;302 | £29,531,142 | £14,794,162 | £15,421,213 £4,782,762 £4,919,267 
Account No. 10 | 
Per train-m le 13s. 4-32d. | 13s. 5-03d. 13s. 5-06d. 13s. 4-47d. 12s. 9-72d. | 12s. 9-72d. | 12s. 11-64d.| 13s. 1-77d. 
| | 
ToraL TraFFric RECEIPTS £61,060,027 | £63,813,299 | £44,784,569 | £46,501,694 £25,503,866 | £26,483,495 | £20,409,127 | £21,009,269 
open Per train-mile 7s. 11-65d.| 8s. 1-05d. | 8s. 2-31ld. | 8s. 2-98d. | 7s. 9-90d. | 7s. 10-21d. | 6s. 1-27d. 6s. 1-78d. 
tocks 
ease, 
and 
mber 
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Table 28—Summary of Financial Results Secured, Years 1935 and 1936 








L.M.S.R. G.W.R. 


Southern 








1935 1936 1936 1935 

£ £ £ | £ £ 

Total expenditure on Capital | 452,843,092 | 454,444,204 | 351,554,147 351,736,607 | 184,072,637 | 184,695,041 
Account (No. 4) | | 

Gross receipts from business 69,455,245 72,718,669 | 51,818,934 53,943,907 29,788,622 | 
carried on by the Company | 
(No. 8) 

Revenue expenditure on busi- 
nesses carried on by the 
Company (No. 8) 

Net receipts of businesses carried | 
on by the Company (No. 8) | 

“J” Joint Lines—Company’s 
proportion of Net revenue 
(No. 8) 

Miscellaneous receipts net (No. 8) 


1935 1936 1936 


| £ £ 
| 167,425,314 | 169,144,302 


30,763,033 | 23,517,026 | 24,268,069 


57,043,635 | 59,159,138 | 43,945,267 45,146,124 | 24,817,604 | 24,839,821 18,476,400 | 18,994,747 


12,411,610 13,559,531 | 7,873,667 8,797,783 4,971,018 5,923,212 | 5,040,626 


5,273,322 


68,314 104,596 284,101 315,956 | 141,107 140,887 | Dr. 41,383 | Dr. 37,345 


2,291,005 2,158,438 | 1,162,408 992,404 | 1,114,271 1,039,222 1,310,909 1,243,225 


Miscellaneous charges 1,743,404 1,774,389 | 948,803 964,748 | 775,837 788,491 237,855 253,042 


caeaahcaiasatananttel ~=| 18,027,525 | 14,048,176 | 8,371,373 | 9,141,395 | 5,450,559 | 6,314,830 | 6,072,297 | 6,226,160 
Appropriation from reserve or 
contingency fund 

Profit on realisation of invest- 
ments 

Interest on loans and debenture 
stocks (No. 9) | 

Dividends on guaranteed and 8,474,383 
preference stocks (No. 9) 

Balance after payments of pre- 113,972 


ference dividends (No. 9) 


50,000 50,000 | 710,000 


122,990 — 





4,439,170 4,439,170 | 4,263,349 4,274,263 1,649,811 1,649,818 1,943,167 1,943,167 


8,474,383 4,160,874 4,890,890 | 3,344,699 3,344,699 2,751,278 2,751,278 





1,134,623 | Dr. 2,850 26,242 1,289,039 1,320,313 1,377,852 1,531,715 


DIVIDENDS ON ORDINARY STOCK 
(No. 9) 


Interim | Nil Nil 107,324 107,324 275,866 275,866 


Rate per cent. Nil Nil vi } } Preferred 1 | Preferred | 


Final 1,190,031 | Nil | 1,180,568 ,180,568 | 1,103,464 | 1,260,915 


Rate per cent. 


Deferred Nil |Deferred Nil 


Total =... 1,190,031 | Nil 


Nil 1,287,892 





} 
| Deferred Nil | Deferred Nil 


Surplus 113,972 | 


Deficit 55,408 
| 
| 
Brought forward from previous 20,519 134,491 


year 
Carried forward 
year 


to subsequent 134,491 79,083 


| 


Table XXVIII—Summary of Financial Results 
Secured 

This summary table shows that the L.M.S.R. net revenue 
has increased in four years from £9,904,823 to £14,048,176, 
and for the first time since 1931 a dividend has been paid on 
the ordinary stock. In 1931 only } per cent. was paid, and 
that only after appropriating nearly £500,000 from reserve. 
In 1936, by appropriating only £55,000 from reserve, a 
dividend of 1} per cent. has been possible. 

The L.N.E.R. has likewise advanced in net revenue 
between 19382 and 1936 from £7,166,858 to £9,141,395, and 
has been able on this occasion to pay a dividend of } per 
cent. on its 4 per cent. second preference stock. This is a 
stock of over £66,000,000, and a further increase in net 
revenue of £2,314,977 will be necessary before dividends on 
this stock can be paid in full. Behind this come the 
£42,000,000 of 5 per cent. preferred ordinary stock and 





| 
| 
1} Preferred Nil | Preferred Nil 23 22 


,287,892 


3 


Preferred 4 

Deferred Nil 
1,379,330 

Preferred 5 


Deferred Nil 


Preferred 4 

Deferred 4 
1,536,781 

Preferred 5 


Deferred 4 


2,850 | 


| 
Rate per cent. 1} |Preferred Nil | Preferred al 3 
| 
} 


43,033 


40,183 


26,242 


40,183 43,226 44,373 





66,425 44,373 76,794 











£36,000,000 of deferred ordinary stock. The Great Western 
ordinary dividend of 3 per cent. has been paid regularly 
from 1931 onwards, but this last year no recourse has had 
to be made to reserves to maintain the dividend, and the 
carry forward has been increased by £32,421. 

Southern net revenue has increased from £4,894,109 in 
1932 to £6,226,160 last year. In 1932 only 1 per cent. 
dividend was paid on the 5 per cent. preferred ordinary 
stock. In 1936 the 5 per cent. preference stock has had its 
dividend in full, and in addition } per cent. has been paid 
on the deferred stock. The last time the deferred stock had 
any dividend was in 1930. 

The balance sheets of all the companies have been greatly 
strengthened by the addition of amounts representing rates 
and rate relief recoverable, and transfers have been made 
therefrom to the rolling stock and works renewal and general 
reserve funds. ' 
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4.332 


58,069 
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90,915 
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